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FRIDAY, MAY 23, 1879. 


Water Filter and Lime-Catcher for Locomotives. 

A device designed to purify the feed-water has been ap- 
plied to a number of locomotives on the Illinois Central 
Railroad, from which results have been obtained that war- 
rant the belief that the deposit of scale in boilers can be 
greatly diminished, if not entirely prevented. 

In the absence of a better name it has been termed a 
* filter and lime-catcher.” 
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ward dome has been made use of for the filter. As ordinarily 
constructed, this dome is rather small to attain the best re- 
sults with the filter. Where the surface for deposit is limited, 
the space becomes rapidly filled up, and necessitates frequent 
cleaning. When a dome has tobe made especially for the 
purpose, as in the case of an engine having but one dome, it 
is made much larger than the usual size, which gives better 
results, as by having the water pass over a large surface of 
| highly heated metal the deposit of impurities is more com- 
| plete. 

Experiments were made with a large number of different 
substances to determine which was the most suitable for 
accumulating the impurities. It was found that oyster shells 
would retain the deposits to a greater extent than any other 
substance; but, by reason of the difficulty of obtaining them 
in sufficient quantities to insure a regular supply, and in 
consequence of their cost, their use was given up. A good 








The construction and application of the device will be 
readily understood from the accompanying engravings, 
which are: Fig. 1, a transverse section, and fig. 2, a side 
elevation of the front dome on a locomotive boiler. 

Instead of admitting the feed-water into the boiler in the 
usual manner (that is, on the side of the boiler, below the 
water level), the feed-water pipes are carried from the 





substitute was found in rough scrap iron, which is now used 
}almost exclusively. Charcoal, in small pieces, is better 
| adapted for filtering the water; that is, purifying it of the 
| earthy impurities held in suspension; but as it has been found 
| that such impurities can be easily removed from the boiler 
| by Washing, there is not the same necessity for retaining 
| them in the dome as there is with the mineral impurities- 
Charcoal at present is not used, the entire space in the dome 
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Fig. 1. 


pumps, or injectors, to the top of the forward dome, either 
inside or outside of the dome, and deliver the water near 
the top of the dome from a rose, C, in the form of spray or 
thin sheets. From this point it falls into the body of the 
boiler by its own gravity, and in its descent is compelled to 
pass over and among pieces of metal, wood, charcoal, tile, 
oyster shells, D, D, or other suitable substances, which are 
placed in the dome and are heated to the same temperature 
as the steam which surrounds them, and upon which the 
lime, magnesia and other mineral impurities in solution in 
the water will deposit themselves. These pieces of metal, 
etc., are supported by a grating, G, over which is laid, if 
necessary, a piece of wire netting, /, to prevent the char- 
coal, E, from being washed through into the boiler. 

When the pieces of metal have become incrusted to a cer- 
tain extent, they are taken out, cleaned in a tumbler and put 
back. The length of time that is allowed to pass between 
each cleaning of the filter will depend upon the amount of 
mineral impurities in the water and the nature of the ser- 
vice in which the engine is employed. This period will vary 
in different sections and on different roads. 

In using the filter it was found advantageous to take the 
water through an injector. The pump delivers the water at 
its natural temperature, but the water supplied by an in 
Jector is thrown into the boiler at a temperature of nearly 
200 degrees. The result is that the temperature of the steam 
in the dome is reduced to a much less extent than it is by the 
introduction of cold water, and as the pieces of metal over 
which the water passes are hotter, the separation and deposit 
of the mineral impurities are more thorough and complete. 

On the Illinois Central Railroad nearly all of the locomo- 
tives have two domes, and, forthe sake of economy, the for- 
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being filled with pieces of metal resting directly on the grate 
at the bottom. 

The essential point is to have a substance with a rough, 
rather granular surface. Pieces of finished iron were tried, 
but without success, the deposits failing to adhere to the 
smooth surfaces. 


all the foreign matter contained in the water that passes 
through it. 
tach themselves to the surfaces of metal and that the earthy 
matter, or a large portion of it, goes through the filter and 
into the boiler; but after being separated from the lime 


furnace sheets, etc., but falls in separate particles to the 
lower part of the boiler and is easily removed by washing out. 


which takes place in the filter, a portion of the earthy matter 
is baked upon the flues, etc., with the lime, magnesia and 
other mineral matter. The average quantity of mineral im- 


Chicago Division of the Illinois Central Railroad is 40 Ibs., 
and it is estimated that an equal quantity of mud, in addi- 


moved during the same time, making a total of 80 Ibs. of 
impurities removed per 1,000 miles run, by use of the filter, 
that would otherwise have remained in the boiler. 

From the filter of an engine in heavy freight service for a 
short time on the North Division of the same road, an aver- 
age of 60 Ibs. of scale was removed per 1,000 miles run. 

This device is the invention of the Superintendent, Super- 
intendent of Machinery and Master Mechanic of the Llinois 
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Central Railroad, and is the result of a long series of experi- 
ments made to prevent the formation of scale in locomotive 
boilers. Ithas been placed on 23 locomotives belonging to 
that company, and is being applied to others as they are 
being sent to the shops fer repairs. 

Various minor improvements are being made in the 
attachments, connections, etc., but the principle has re- 
mained unchanged. 

The device has been patented in this country, Canada, 
England and Europe. 





Train Accidents in April. 


The following accidents are included in our record for the 
month of April: 
REAR COLLISIONS. 

On the morning of the 2d a shifting freight train ran into 
the rear of a passenger train in the Pennsylvania yard at 
Altoona, Pa. Only slight damage was done. é 

On the evening of the 7th a freight train on the New 
York, Lake Erie & Western road ran into some cars which 
had broken loose from a preceding freight near Otisville, N. 
Y. The engine and a bP eae, were damaged, and one track 
blocked four hours, 

On the morning of the 9th a passenger train on the Penn- 
sylvania Railroad ran into a preceding passenger train at 
the Mt. Holly Branch junction near Burlington, N. J. One 
car was damaged. 








The amount of scale found in the filter does not represent | 


It appears that the mineral impurities only at- | 


purities removed from each filter per 1,000 miles run on the 


tion to the amount ordinarily removed by washing, is re- | 


Very early on the morning of the 10th a freight train on 


Fig. 2. 
WATER FILTER AND LIME CATCHER FOR LOCOMOTIVE BOILERS. 


the Pennsylvania Railroad broke in two near East Rahway 
N. J., and the rear section afterwards ran into the forward 
one, wrecking eight cars. The wreck was scattered over 
buth tracks, bloc ing the road five hours. 

On the night of the 11th a freight train on the New York, 
Lake Erie & Western road ran into the rear of a pooner | 
freight at Otterkill, N. Y., wrecking a lot of coal cars anc 
te both tracks four hours. 

On the 14th a passenger train on the Western & Atlantic 
road ran into a box car standing on the track in Atlanta, 
Ga,, wrecking the car and damaging the engine and three 
passenger cars, The engineer was hurt. : 

On the morning of the 16th a freight train on the Pitts- 
burgh, Wheeling & Kentucky road struck the rear end of a 





| passenger train at Short Creek, W. Va., doing a little dam- 
(which remains in the filter), it will not harden on the flues, | age. 


| On the morning of the 16th a freight train on the New 


| York. Lake Erie & Western road ran into a preceding freight 
| near Middletown, N. Y., wrecking a number of cars and 


The quantity of mud washed out is greater when the filter is | }Jocking one track three hours. 
used than when it is not, showing that without the separation 


On the morning of the 17th a passenger train on the Dela- 
| ware road ran into some freight cars standing on the track 
| near Dover, Del. The cars were damaged and the conductor 
| of the passenger train burt. 

| On the afternoon of the 17th a passenger train on the Cen- 
tral Railroad of New Jersey ran into the rear of a freight 
\train near Asbury, N.J. The engine was wrecked, the 
| baggage car pitched down ahigh bank and badly broken, 
| and several freight cars damaged. Three train-men were 
hurt. 1 : 

On the 18th a freighf train on the Atlantic & Great West- 
ern road ran into some cars which had broken loose from a 
preceding freight near Meadville, Pa., wrecking the caboose 

and damaging the engine. 
| On the afternoon of the 24th a passenger train on the 
| Metropolitan Elevated road ran into the rear of a preceding 
massenger train near the Chambers Street station in New 
Vork. The engine and acar were damaged, _ 
On the 25th, asafreight train on the Utah Southern wa 
making a flying switch at York, Utah, the switch was not 
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closed quickly enough and the detached cars ran into the | stuck in a cattle guard near Grand Meadow, Ia., by some 


engine. Two carsand the tender were damaged. 

Jn the 29th a pos train on the Lehigh Valley road ran 
into the rear of a 

the caboose and injuring two brakemen y. 


‘BUTTING COLLISION. 

On the 12th a freight train on the Atchison, Topeka & 
Santa Fe road ran into the head of another freight train 
which wes going into a siding at Wakarusa, Kan. Bo 
engines and several cars were badly damaged. 


CROSSING COLLISIONS. 


On the8d an Atlantic & Great Western freight ran into a 
coal train on the Youngstown Branch of the Lake Shore & 
Michigan Southern at Lattimore Crossing, 0. Five coal 
cars and the Great Western engine were badly broken. It 
was snowing very hard at the time, so that the signal could 
not be seen. 

On the morning of the 9th a freight train on the Indian- 
apolis & Vincennes road ran into a freight train on the Belt 
road at the crossing of the two in Indianapolis, Ind. The 
a engine and two cars of the other train were badly 
broken. 


s 
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DERAILMENTS, BROKEN RAIL. 

On the morning of the 7th the emigrant cars of a passen- 
ger train on the Central Pacific road were thrown from the 
track by a broken rail near Lovelock’s, Nev. One car was 
wrecked, a passenger killed and two others hurt. 

On the morning of the 9th a passenger train on the Central 
Railroad, of Georgia, was thrown from the track by a broken 
rail near Station No. 9,Ga, The engine was damaged and 
the road blocked six hours. 

DERAILMENTS, BROKEN AXLE. 

On the 21st the ne of a repair train on the Alabama 
Great Southern was thrown from the track at Nance’s 
Station, Ala., by a broken axle. Two laborers, who were 
riding in front of the engine, were badly hurt. 

On the morning of the 28d the engine of a passenger train 
on the Junction & Breakwater was thrown from the 
track in Georgetown, Del., by the breaking of an axle. 

On the morning of the 24th three cars of a freight train 
on the Ware River Branch of the Boston & Albany were 
thrown from the track by a broken axle near Gilbertville, 
Mass. The cars were badly broken, 

On the 26th several cars of a coal train on the Pennsylva- 
nia Railroad were thrown from the track by the breaking 
of an axle near Blair Furnace, Pa., blocking the track some 
time. 

On the afternoon of the 26th several cars of a freight train 
on the New York, e Erie & Western road were thrown 
from the track near Howells, N. Y., by a broken axle, One 
of the cars, an oil tank, caught fire, and it spread rapidly to 
others, a up four oil-tank cars and four cars loaded 
with wheat, The fire did much damage, burning 3 ties and 
fences, twisting rails and finally ——s to a house ad- 
joining the track, which was also destroyed, 

DERAILMENT, BROKEN TRUCK. 


On the afternoon of the 21st several cars of a freight train 
on the Rome, Watertown & Ogdensburg road were thrown 
from the track near Ogdensburg, N. Y., by the breaking of 
a truck, and three cars were y wrecked, : 


DERAILMENTS, BROKEN BRIDGE, 


On the morning of the 4th a freight train on the Louisville 
& Nashville road broke through a bridge near Brownsville, 
Tenn., and the engine and several cars went down into the 
river, killing the engineer and injuring the fireman and a 
brakeman, 

On the morning of the 19th a freight train on the Hannibal 
& St. Joseph road was going down a ae grade when a 
trestle bridge just ahead was seen to be on fire. The train 
could not be stopped, but ran on the trestle and had nearly 
crossed when it gave ~~ and the engine and 14 cars went 
down ina bad wreck. The wreck caught fire at once and 
was almost entirely destroyed. A man in charge of a car of 
household goods was killed; the conductor and another man 
were badly hurt. 

DERAILMENTS, WASH-OUT, 

On the 16th a freight train on the Western Railroad, of 
Alabama, ran into a large wash-out near Lonchapoka, Ala., 
and the engine and several cars were piled up together in the 


gap. 

; ¢ Jn the 23d some cars of a passenger train on the Interna- 
tional & Great Northern road went into a wash-out near 
Austin, Tex. Part of the train went over safely. 

DERAILMENT, CATTLE. 

On the evening of the 29th a repair train on the Terre 
Haute & Indianapolis road ran over a cow near Greencastle, 
Ind., and the engine and 12 cars were thrown from the track 
and ay ga he engineer, fireman and a brakeman were 
badly hurt. 


DERAILMENT, SPREADING OF RAILS, 


On the night of the 15th five cars of a freight train on the 
Housatonic road were thrown from the track by the spread- 
ing of the rails near Rockdale, Mills, Conn. Some of the 
cars upset and the caboose caught fire and was burned, with 
one car adjoining. A lot of stock was killed. Two train- 
—_ ee urt, but not badly. The road was blocked all 
night. 


DERAILMENTS, MISPLACED SWITCH. 


On the evening of the 1st two cars of a freight train on the 
New Haven & Northampton road were thrown from the 
track in New Haven, Conn., by a misplaced switch. The 
— were thrown across the track, blocking it for several 

ours. 

On the morning of the 8d a passenger train on the Free- 
hold & Jamesburg road was thrown from the track by a 
misplaced switch at Lower Jamesburg, N. J. The engine 
upset, injuring the rg mg badly. 

On the eve ~ &! he 7th the engine and six cars of a 
freight train on the New York Central & Hudson River road 
were thrown from the track in Rochester, N. Y., by a mis- 
placed switch, 

Late on the night of the 14th the engine and six cars of a 
freight train on the New York, Lake Erie & Western road 
were thrown from the track by a misplaced switch at Tur- 
ner’s, N. Y., blocking both tracks three hours. 

On the night of the 23d the engine and one car of a passen- 
ger train on the Baltimore & Ohio road were thrown from 
the track in Baltimore, Md., by a misplaced switch. 

DERAILMENTS WITH MALICIOUS INTENT. 

On the night of the 5th a freight train on the Baltimore 
& Ohio ro 
Junction, Md., where a switch had been purposely misplaced 
by some person unknown. The engine upset and the engi- 
~~ — pee a a hurt. 

nthe night of the 5th a passenger train on the Cleve- 
land, Columbus, Secignedl & Indionepelis road was thrown 
from the track in Brightwood, Ind., by a switch, which is 
believed to have been purposely misplaced. The engine and 
Gu the morning of the th af h 

n the morning of the a freight train on the Chicago 
Milwaukee & St. Paul road ran inte ® tie whiok how ee 


person unknown, 


train near Pattenburg, N. J., wrecking | tonic road was thrown from the trac 


| ern road, drawn 


| ments purposely caused are also a bad feature. 


was thrown from the track near Mt. Savage 





The engine and five cars were wrecked. 
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On the morning of the 17th a freight train on the Housa-| 


ze misplaced switch 
at Pine Grove Camp Ground, Conn. be engine and five 
cars were badly broken. The switch is believed to have been 
purposely set wrong. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 


On the morning of the 1st as an express train on the East- 
y two engines, was passing North Bev- 
erly, Mass., the forward engine jum y 
second one followed it. 
two express cars and the baggage car were piled up on top 
of them ina bad wreck. The other cars left the track, but 
were only slightly damaged. The accident is believed to 
have been caused i 
packed down hard. 


The damage to equipment is estimated 
at $25,000. 


the track and the | 
Both engines were badly broken and | 


by ice gathering in a frog and being | 
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thing, and it certainly seems that more precautions might be 
taken in this respect. 
For the year ending with April the record is as follows: 








No. of accidents, Killed. Injured. 
I et oe it ee GER 2 50 13 44 
gree ty, tee ee pepe mee Blip sa 56 12 58 
a rere he 54 7 41 
ip SSS ss eee ee eee 75 36 108 
OE ee Se 76 22 - 58 
OGSODOR ices ccookes 35 163 
November. 15 5 
December...... 16 58 
FE PEE Oe Ra ee < 23 90 
DED Nsa Tuc absvicee coecenepece 88 11 75 
MU. avec ted cone sccsecsdemeessets 61 14 50 
OIA, Sickie ib an ae eons 5 4 27 
po LEE Serer Tre. 815 208 821 
Totals,same months, 1877-78 .798 225 970 


On the morning of the 3d the engine and three cars of a 


passenger train on the Chicago, St. Louis & New Orleans 


road ran off the track near Hazlehurst, Miss. The engine | 


was damaged, the engineer killed and the baggage-master 
badly hurt. ; . 

On the morning of the 6th eight cars of a freight train 
on the Wabash road were thrown from the track at Delphi, 
Ind,, and several were mee wrecked, 

On the morning of the 7th a car in a freight train jumped 
the track in the Atlantic & Great Western yard, at Cleve- 
land, O. A brakeman was slightly hurt. 

On the 15th some cars of a freight train on the James 
ville & Washington road ran off the track near Jamesville, 
N. C. 

On the morning of the 24th some cars of a freight train 
on the Pittsburgh, Fort Wayne & Chicagoroad ran off the 
track near Mansfield, O. 

On the evening of the 24tha dead engine in a freight 
train on the Pittsburgh, Ft. Wayne & Chicago road jumped 
the track in Pittsburgh, Pa., blocking the road an hour. 

On the morning of the 28th a freight train on the Cleve- 
land, Columbus, Cincinnati & Indianapolis road was thrown 
from the track near Shelby, O., where a track gang had 
taken out a rail and neglected to put out signals. The en- 
gine upset and was badly damaged and several cars were 
wrecked. 

On the 30th a freight train on the New York, Lake Erie & 
Western road ran off the track near Lancaster, N. Y., and 
the engineer was hurt, 

OTHER ACCIDENTS. 

On the 15th the engine of a passenger train on the Louis- 
ville & Nashville road broke a connecting rod near Nash- 
ville, Tenn., tearing up one side of the cab and injuring the 
fireman slightly. 

This is a total of 50 accidents, whereby four persons were 
killed and 27 hurt. Four accidents caused the death of one 
or more persons; 12 caused injury but not death, while in 
84, or 68 per cent. of the whole number, there was no injury 
to persons serious enough to be recorded. 

As compared with April, 1878, there was an increase of 
four accidents, a decrease of eight in the number killed, and 
of 28 in that injured. 

These accidents may be classed as to their nature and 
causes as follows: 
COLLISIONS ; 

Rear collisions. ... ce ntaae 

Butting collision ................ 

Crossing collisions 


we 


DERAILMENTS: 


Unexplained... ; ednsu coe vanes ebbebebees chs tedis Mae 
Broken rail,......... 2s veovseensedcessasaenel p 
Broken axle........ skh -aGhen 
Broken truck ; 
Broken bridge .. 
Cattle on track.... 
ESOT eee oe 
Spreading of rails.... 
isplaced switch, , 
Malicious obstruction 
Snow orice .......... 
Rail removed for repairs .. 


he} 


ord 


~] 


me 


| ee coma 


ee * 
Broken connecting-rod pe reer: ye -P 1 


eS ee eee rye + See 50 


Three collisions were caused by trains breaking in two and 
one by a flying switch. Of the eight misplaced switches, 
three are said to have been purposely set wrong. One of 
the two broken bridges was a wooden trestle and was on fire 
when it gave way; concerning the other we have no_ partic 
ulars. Fifteen accidents are traced directly to defects or 
failures of road equipment. 

The division of accidents and casualties according to 
classes of trains was as follows: 


Derail- Other 


Accidents : 
To passenger trains.......... 


To a passenger and a freight.. 5 ; na 5 
To freight trains........... 10 23 ne 33 
EES soy 09.0 cas sn at 32 1 50 
Casualties : 
TU gas vaeaake re By 4 ib 4 
Injured by....... aS. sia 7 19 1 27 
MRE. Subnde cas cbdeon cats T 23 1 31 


The month showed some singular features, one of which, is 
that only a single butting collision is recorded, though the 
number of rear collisions is proportionately as great as usual 
and there are two crossing collisions, more than we usually 
record, There is also a considerable number of broken ax- 
les, though other breakages of iron are comparatively few. 
Ice still lingered enough to cause one accident, but the ef- 
facts of winter were almost gone, and it certainly was not 
cold enough to cause axles to break. Five carelessly mis- 
placed switches are a discouraging number, and four derail- 
Three of 
these were caused by switches willfully set wrong, and only 
one by a malicious obstruction. Once more we have that 
inexcusable piece of carelessness, the removal of a rail by 
trackmen without setting proper signals. 

One of the most frequent causes of rear collisions seems to 
be the lack of sufticient care in securing a safe interval be- 


| tween freight trains running in gangs. Too often, it would 


seem from the accounts we receive, when a train breaks in 
two, or a slight accident requiring a stop occurs, there is no 
time to send back a signal, and the following extra strikes 
the disabled train almost without warning. This is no new 





The averages per day were, for the month 1.67 accidents 
0.18 killed and 0.90 injared ; for the year, 2.23 accidents, 
0.57 kilied and 2.25 injured. The average casualties per 
accident for the month were 0:080 killed and 0.540 injured ; 
for the year they were 0.255 killed and 1.007 injured. The 
casualties for the month were very few in number, the least 
that we have recorded in many months. 


Sontributions. 


Rail Sections—The Road-Masters’ Association. 


May 12, 1879. 
To THe EpiTtorR OF THE RAILROAD GAZETTE: 

Having been much interested in the letters of Mr. 
Huntington, published in the Gazette from time to time. 
Iam constrained to congratulate the fraternity of road- 
masters upon having one among them who takes notes and 
is willing to, rint them, and at the same time indorse the 
idea as toan improved rail section. Thirty-five years ago 
the rails came to us pitched to fit the wheels, and the iron in 
those days wore from ten to twelve years, as against four 
and five now; but the practical had to give way to the 
theoretical, and the flat-footed round-top rail was the result; 
and now we overcome theory by adzing the ties to geta 
central bearing. In relaying some 70 miles of track with 
steel rail. Ihave adzed every tie, using templates to get 
the proper pitch, and the result is eminently satisfactory. 
Many of Mr. H.’s ideas meet my hearty concurrence, but 
of which I have not now the time to speak. Before closing, 
howevcr, I would like to urge upon road-masters the impor- 
tance of giving the recently inaugurated ‘‘ Road-Masters’ 
Assoc'ation” their hearty support. It will do us good to 
meet tegethcr once a year and exchange ideas and expe- 
ences; at the same time it will brace us up to hold our own 
when we come to pit practice against theory. How many 
of us have time and again been pushed to the wall against 
oursbetter judgment by a long array of figures or a terrific- 
looking algebraic proposition with any quantity of unknown 
quantities. I have no wish to complain. We are modest, I 
know; but trackmen as a general thing have not had their 
full share of credit for the many “‘ improvements introduced 
since the days when Boston was THE Hub.” Aetek 
A Heavy Grade in North Carolina, and How it is 

Worked. 


To THE EpiTor OF THE RAILROAD GAZETTE : 

The Spartanburg & Asheville Railroad, seventy miles in 
length, connecting Spartanburg, 8S. C., and Asheville, N, C., 
is a link in the line surveyed in 1836 and 1837 by the Cincin- 
nati, Cumberland Gap & Charleston Railroad Company: It 
crosses the Blue Ridge in North Carolina at an elevation of 
2,168 feet above tide, and the Saluda Range, an offshoot of 
the Blue Ridge, at an elevation of 2,118 ft. The gauge is 5 
feet, the ruling grade 80 feet per mile. Near the head of 
the North Pacolet River, the line following its south bank, 
on nearly a west course, it became necessary, in order to 
preserve the grade, to cross the stream and turning to the 
east to pass for five and a half miles along the slopes of Sa- 
luda Mountain, to its summit at the Howard Gap, elevated 
1,875 feet above tide. From this gap the line for five miles lay 
upon the plateau of the mountain, near its crest, occasionally 
crossing it, its direction being northwest and west to Pace’s 
Gap, where, leaving the summit of the ridge, elevated 2,113 
ft. above tide, it descended to the valley of Green River. The 
estimated cost of the 10!¢ miles was, for grading, $408,000, 
or $460,346 to finish, exclusive of equipment, The poverty 
of the company and the conditions of its subscriptions be- 
yond the mountains compelled it to abandon this portion 
of the line. Notwithstanding the great development 
of distance between Pacolet Crossing and Pace’s Gap, the 
air-line distance was only one and a half miles, and 
the difference in elevation 633 feet. The Pacolet River and 
asmall tributary heading in the gap fortunately afforded 
the development of a line three miles in length with a 
tangent grade of 237.6 ft., the amount of curvature being 
546°, and the total rise 605 ft. The location was adopted 
Oct. 20, 1875, and the grading was completed in a perma- 
nent manner for the sum of $51,312. Theroad-bed has fair 
exposure to the sun. A tank at the summit and one near the 
foot of the grade are supplied by natural flow with pure 
water. The sharpest curvature is 11°, the ruling maximum 
on the road; and the longest of that character is nearly nine 
hundred feet. The reduction for curvature is 0.05 on all the 
light curves. Those of 8°, 10° and 11° were reduced 0.06, 
0.07 and 0.08, the long 11° mentioned being allowed 0.09 
per 100 ft. per degree of curve. An ordinary 18-ton engine 
was used in laying track. The line has been operated ten 
months, the track extending now 13 miles north of Pace’s 
Gap to Hendersonville, N. C. The road not yet reaching 
its northern terminus, the business has not justified a pusher 
for the steep grade; and the entire line has been operated 
with a 35-ton Mogul—30 tons on the drivers. She has taken 
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up the grade at a speed of eight or nine miles per hour a 
gross load of 161 tons, occasionally slipping her wheels 
when the rails were in bad order from dew or light rain. 
Average steam, 160 lbs. or 165 lbs. Although the wheel 
base (15’ 8" rigid) is too great, the reduction for curvature 
seems nearly right, though ample; the engineman reports 
that the pull on curves is a little tighter than on tangents. 
The trains, however, are short. Six flats, carrying each 45 
rails 30 feet long (50 Ibs. per yard), is a fair load (115 tons), 
making length of train about 250 feet. 

In the first case mentioned, allowing 8 Ibs. per ton rolling 
friction for the-gross Joad minus weight on drivers, and add- 
ing 90 lbs. per ton of gross load for gravity, the total resist- 
ance was 131 x 8+ 6 x ¥O = 15,538, and the adhesion 
15,528 
- = i nearly. 

60,000 

The time of the light passenger train—one light coach and 
baggage and mail car combined—is from ten to fifteen min- 
utes, though the run has been made with one coach in seven 
minutes. No difficulty has attended the descent. An air- 
brake on the tender and the common brakes on the cars 
easily control the train. The inclination of the boiler neces- 
sitates close attention to the gauge cocks. The engine has 
more power backing up the grade probably on account of 
using drier steam. 

The operative value of this line compared with that of the 
other may be stated thus (using figures from Mr. Welling- 
ton’s excellent treatise) : 


Exact difference of cost of grading and superstructure. . om, 500 
Difference in distance by measurement.... .. 7.3 miles 





925 
“ curvature —- ....1.7 
1k 
=) “rise and fall on 
EOI TeT Pir ect 0.66 “ 
Total equivalent distunce.............-++ 9% miles. 
Capitalized value at 7 per cent. of 95% | miles = (train mile 


cost assumed, $1) $3,900 x § $37,700 per daily 
round trip per annum for 8 daily trains $37, x 8 = 301,600 


WRGE . icccon coast catienhs sie ties hese telee see $694,100 
Capitalized value of 3 miles ope srated by 
assisting engine making 8 daily round 
trips (= 48 miles) is, at 7 per cent. (and 
allowing 16% per cent. addition to cost 
on account of idle time of engine), $5,- 


SOD MH WMG i viccdicccscse: © epecees $122,192 
Add cost of engine............ccccsccccscecs 8,0) 
———— 130,200 
Difference in round EE «1 «nannies dius $564,000 
For 5 daily trains—say 2 passenger and 3 freight—dif- 
ference in round numbers.............-.-c0+ csseeesse $497,000 


(Assuming train mile cost as before, and that the en- 
gine would employ the otherwise idle time on the ad- 
jacent work); or, if not, add 42 per cent. to cost of 
the assisting engine mileage, and difference is....... = $480,000 


Imperative force of circumstances wrought the conception 
of this line as a means of temporary relief from difficulties 
that threatened the defeat of an enterprise fondly enter- 
tained by its friends for forty years. The location was not 
finished before it became evident that under any circum- 
stances the short line was the true one. 

These notes are contributed as a small addition to that 
valuable experience of the profession, which warrants the 
assurance that high summits and rude approaches can no 
longer defy the well-directed energies of even limited cap- 
ital seeking to unlock the treasures guarded by mountain 
fastnesses. T. CoLeMAN, Chief Engineer 8. & A. R. R. 

GREEN River, N. C., May 12, 1879. 


Uniform Accounts. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

In considering what form should be adopted according to 
which all railroads should be required to make a uniform 
report of their earnings and expenses, it should not be over- 
looked that in order to continue comparisons with previous 
years, which railroad officers and stockholders will of course 
desire to do, it will be necessary that aceounts. be so kept 
that the results may be shown according to the old forms 
hitherto in use as wellas by the new. According as these 
forms vary, more or less, so will additional labor and ex- 
pense be required, and in order to secure the hearty co- 
operation of railroad officials, without which any uniform 
scheme will have but a poor chance of ultimate success, it is 
at least desirable, if not indispensable, that as little devia- 
tion as possible be required from existing forms and 
methods. 

The general dislike by railroad men of the Massachusetts 
plan arose mainly from its great divergence from the forms 
aud methods generally in use, its most objectionable feature 
being the required separation of all expenses between freight 
and passenger business on a fixed arbitrary basis for all 
roads alike. The insuperable objections to such a separation 
have been so often pointed out that it is unnecessary to re- 
capitulate them here, and I am surprised that Mr. Towne 
should offer for adoption a system which is in nearly all re- 
spects as arbitrary as that introduced by the Massachusetts 
Commissioners. To make, as Mr. Towne does in the main, 
the relative freight and passenger earnings the basis of a 
corresponding separation of a very large portion of the ex- 
penses, is putting the cart before the horse, and instead of 
showing the actual cost of doing certain business, make the 
business itself the basis of the cost. As no real or even reli- 
able approximate results are shown by such a method, what 
is the use of insisting upon it ¢ 

The main features which should characterize any initial 
form put forth for general adoption should be definiteness 
and simplicity ; brevity, but not so brief as not to furnish 
all needful information ; order in the arrangement of the 
various items, having a proper regard to their relation to 
each other, and last, but not least, conformity, as far as 
practicable, with the forms and methods now generally in 
use. In regard to the latter, I think a comparison of vari- 
ous existing forms will show that there is a much closer 
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2 ey than is ge eieieli the principal 
differences being in the order of arrangement, or in the con- 
densation of two.or more items into one, which in either case 
could be easily adjusted to conform to each other, 

To whatever extent brevity may be carried, the expenses 
for maintenance of way and maintenance of rolling stock 
should be separately shown from all other expenses, if for no 
other reason than that they may not, and often do not, bear 
a proper relation to the earnings for the particular period re- 
ported. A good year may be made to appear, either un- 
avoidably or purposely, better than it should be by delaying 
until another year the complete and proper repairs, which, 
owing to the increased business or other causes, the track and 
rolling stock require; or, on the contrary, a bad year may be 
made to appear worse, by charging against its earnings a 
large amount for repairs which legitimately belonged to a 
previous year’s business. In short, no one, whether railroad 
official, commissioner, or stockholder, can form any proper 
idea how any railroad has been managed, unless the expenses 
charged for maintenance are distinctly known. 

For this reason, one of the main divisions adopted by a 
large number of roads, viz., “* Motive Power,” has always 
appeared to me defective, because the expenses covered by 
that one item include the cost of repairing locomotives as 
well as the other costs of running the same; besides which 
the wages of engineers and firemen are as much an expense 
for “Conducting Transportation” (another main division 
generally used by the same roads) as the wages of con- 
ductors and train-men. 

Having thus found fault with others, I will now lay my. 
self open to criticism by submitting the following form, 
which I have endeavored to arrange in accordance with the 
principles stated above: 

EXPENSE ACCOUNTS. 


1. Repairs of roadway and track......... .-.-seeeeeseeseeeee eens 
2. Renewal of track, cost of cross-ties, cost of rails less 

the current value of old rails taken up............6.66eeeee es 
3. Repairs of fences and crossings .......-.--..+.+++: 
4. Repairs of bridges........ ........... 
5. Repairs of buildings and shops. . 
G. Repairs of freight CATH.....00.00000srcccoocrcvccrccsccsevevecess 
7. Repairs of —— mail and express Cars,............6.006+ 
GS. Repairs Of TOCOMGUVOS. .... 0. .ccececccccccvccsescevccdcvsesscns 
9. Locomotive service, wages, engineers, firemen and 

NS cohen kan. phe bet dobepass abebensdedesvpornsstabagvebsoeds 
10. Locomotive supplies—fuel. ..... 22... 6.066 - cece cece ence ee eeeees 
11. Locomotive supplies--oil, waste, and all other qupplies pitinee. 
12. Water stations—service and OXPONGOK....:...scceceesree os , 
13. Train service and expenses..............-- 
14. Telegraph service and expenses...........--.:020ee56 eens 
15. Station service and expeNnses..........66.ceeecceeececeeeeeeeees 
16. Superinte dence of Traffic and Transportation—Sala- 

es and expenses of Division Superintendents, Traffic 

Managers, General Freight and Ticket Agents, Car 

Accountants, their clerks and offices. ........... 6066 -seeeeeees 
17- Stationery, printing, and tickets...........5.-6-6eeeeeeee eens 
18. Rentals—Rental of station and other buildings used in 

connection ‘with transportation and traffic.................. 
a CE 2s... «tin renee eva ons) moaes ceneehsanathee.oee 
20. Miscellaneous, all expenses not otherwise provided for........ 
es PN ieece ies cvetces scusvctcasedsscvadecgegeee chvedbieres 
21. General offices—Salaries and expenses of all femoral 

officers, their clerks and offices, except as provided for 

SP ROCCE TIO BO. os oh iccoccibctccnscvdstesscametscrese 
ee IID so. o.5'0.0 549 6k 0bp00 sd 0 dekeee 10s evo en erereree ee 


INCOME AND PROPERTY EXPENSES. 
i ONO 550) 00s ecgen snes chtubirderers te ¥eevesensensee svebeve 
MM ances tobi ianvoces sSuetih ps oes cders ses stbeesesnsee oasis 
es UNNNOEe OE SURNDN TUNER, 05s adpcccessrcccsssebusevasesuced nsec 
27. Rental of rolling stock 
28. Interest on bonded indebtedness................00eeeeeeeeeeees 
Pe PERS GORDON 6 o.oo oon ods 0c cconccnscontzaenyiseccosevescs 

An examination of this form will sbow that the items have 
been carefully arranged in such relative order to each other 
as to be most readily available for the different kinds of sta- 
tistics usually required; besides which, the arrangement is 
such as to admit of a condensed statement (somewhat simi- 
lar to those referred to by Mr. Shinn), by merely adding cer- 
tain of the itemg together in the order in which they stand. 
Thus, items Nos. 1 to 5 form ‘ Maintenance of Way and 
Buildings;” Nos, 6 to 8 ‘‘ Maintenance of Rolling Stock ” (or 
Maintenance of Cars and Locomotives may be stated sepa- 
rately); Nos. 9 to 20, ‘‘ Conducting Traffic and Transporta- 
tion;” No. 21, ‘‘Car-Mileage;” and Nos, 22 and 23. ‘‘ Gen- 
eral Expenses.” 

Those who are accustomed to the classification of ‘* Motive 
Power” and ‘‘ Conducting Transportation” will also find all 
the items relating to the former, except repairs of buildings 
used for motive power purposes, in items 8 to 12, and the 
items usually included in ‘ Conducting Transportation” in 
Nos. 13 to 21. In any general uniform system, however, 
car-mileage should be specifically stated, for the reason that 
it forms a large item in the expenses of many roads, and is 
of such a nature, that it does not solely belong to any one 
main division of the accounts, 

The charge is not altogether the same as “ Rental,” for 
when cars are rented, the road renting them has to keep 
them in repair; it is therefore rather an expense, partly 
chargeable to repairs of cars and partly chargeable against 
income, as interest on the money invested in the cars by 
other roads, 

The ordinary method of charging to expenses the differ- 
ence only between the amount earned and the amount due is 
inapplicable to a uniform system, because some roads re- 
ceive more than they pay ; beside which the expense for 
car-hire is so heavy on some roads, and the receipts so large 
(as for example on the New York Central, whose last an- 
nual report shows $888,462.46 cre lited to earnings and 
$1,673,719.99 charged to expenses, for car-hire), that unless 
both items are known, any comparison made for the pur- 
pose of finding out their respective cost for doing business 
would be fallacious. 

With the exception of a few accounts, I have given no 
details as to the items they are intended to cover, for the 
reason that I have thought the names of the accounts suffi- 
ciently indicated what should be charged to them. 

I would suggest that it would be well not to attempt too 
much at first, but rather, to allow a reasonable latitude for 





difference of opinion as to some doubtful items and for dif- 
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ference of seate with reference to the same. If a set 
form can once be established as the basis for all reports, it 
will be comparatively easy ata future time to make the 
uniformity more exact, if found desirable so to do. 

Repairs of tools and machinery I have omitted from the 
account; enumerated because I agree with Mr. Leland that 
the cost of such repairs should be pro-rated on the work done, 
the same as sh<p expenses. 

With regard to permanent improvement, some conserva- 
tive roads charge a large proportion of all such improve- 
ments to the ordinary expenses of repairs; but if they are 
treated otherwise, cither by charging them against income 
or by adding them to the cost of construction, and increas- 
ing the capital or bonded account correspondingly, the basis 
of such charge should, in my judgment, be that laid down 
by Mr, Shinn and Mr. Ford, and not that stated in Mr. 
Goodspeed’s instructions. 

Having trespassed so much on your space, I will very 
briefly refer to the statement of earnings and statistics. I 
have already intimated that the gross amount earned from 
the hire of cars should be specifically stated. 

In the separation of local and through passengers and 
freight, and in the statistics of mileage required for the 
same, if to be made up on the basis of  instruc- 
tions No, 6, printed in your issue of May 2, but 
which I find not repeated in your issue of the 9th, an im- 
possible work is required. When. passengers travel on 
coupon tickets, and when freight going over two or more 
roads is billed through to its destination without being re- 
billed at any intermediate point, the information can of 
course be easily furnished; but if otherwise, the information 
an to passengers cannot be furnished at all, and the infor- 
mation as to freight could only be obtained with great 
labor and expense. 

The method of determining what is through and what is 
loca] business, in accordance with the tariff used for the 
same, is totally different from the basis used for the 
statistics of such business by any road known to me, and 
would occasion a vast amount of additional labor and ex- 
pense—far greater than those who are unacquainted with 
the making up of freight accounts and statistics have any 
ideaof. The places at and from which freight is received 
and forwarded, now form the basis for arriving at what is 
called through and local business, and this basis is simple 
and definite. J.P. W. 


Simple Questions as to a Crossing on a Grade. 





To THE EpiTor OF THE RAILROAD GAZETTE : 

Having seen in your very valuable paper many opinions. 
of friction in regard to frogs and switches, also car brakes, 
please allow me to ask one simple question. 

Suppose the grade of track to be 52 ft. per mile and curve 
10 degrees, distance one mile. Grade changes at top of hill, 
running down opposite side same distance, same curve and 
same grade—52 ft. to mile. What would be the effect of 
two frogs and switches, also frogs and guard rails, for a rail- 
road crossing near summit—crossing and switches within 
500 feet of summit ¢ The state law compels all trains to 
come to a full stop 400 ft. before crossing another road, 
which would leave our train standing on the two 
frogs and switches on the above-described curve and 
grade. How many cars can an engine pull up the 
above-described track and stop for the crossing, and how 
many can same engine pull and not stop for crossing ¢ 
How many cars can an engine pull over the same track 
without the two frogs and switches and railroad crossing 
being there, and how many if they are there? What is the 
friction resistance of frogs and switches and railroad cross- 
ings to trains ¢ 

There have been a great many different opinions on the 

above. Please give answer in your very valuable paper. 
[If any reader feels able and willing to answer the 
above * simple question,” we will be only too willing 
to publish his answer for the benefit of this corres- 
pondent and the world at large.—Epiror RAILROAD 
GAZETTE. | 


Reading’s Entry into New York. 


PHILADELPHIA, May 17, 1879. 
To THE EpIror OF THE RAILROAD GAZETTE: 

The lease by which the Philadelphia & Reading Railroad 
Company so quietly and suddenly came into possession of 
the North Pennsylvania and the Delaware & Bound Brook 
railroad compa nies, with all their real estate, rolling stock, 
property and franchises, marks the first step of the Reading 
Company out its own state, gives it the control of a third 
freight and passenger station in the heart of the city, a large 
wharf and water front, and removes a competitor for freight 
and passengers from the coal regions and for freight from 
the West over the New York, Lake Erie & Western and the 
New York Central. It also givesthe Reading control over 
the direct outlet of the Lehigh Valley Railroad Company 
into the city and the control of two-thirds of the New York 
& Philadelphia New Line and a line of its own to tide- 
water at Port Elizabeth and Port Johnston through a run 
ning connection with the Central of New Jersey. 

The North Pennsylvania was chartered April 8, 1852, and 
opened July 7, 1857. It owns a main line to Bethlehem, 55.6 
miles in length with 26.3 miles of double track; the Dela 
ware River Branch from Jenkintown to Yardley in the 
middle of the Delaware River, 20.5 miles double track; the 
Doylestown Branch from Lansdale to Doylestown, 10.3 
miles; and the Shimersville Branch from [ron Hill to 
Shimersville, 1.8 miles, making in all 88.2 miles of main 





line and branches, of which 46.8 are double track It alse 
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operates under a percentage contract, the Northeast Penn- 
sylvania, from Abington to Hartsville, 9.8 miles, and the 
Stony Creek Railroad, from Lonsdale to Norristown, 10.3 
miles, making the total owned, leased and operated 108.3 
miles. The company has a capital stock of $4,264,850 and 
convertible serip to the amount of $177,828 outstanding. Its 
bonded debt amounts to $6,017,000 as follows: 6 per cent. 
first-mortgage bonds due Jan..1 1855, $1,930,500;7 per 
cent. second-mortgage bonds, due May 1, 1896, $1,500,000; 
7 per cent. general mortgage bonds, due Jan. 1, 1893, 
$2,569,500; 6 per cent. income bonds, due April 1, 1877, 
$17,000, There is also a floating debt of $1,104,925. 

The Delaware & Bound Brook Railroad Company was 
chartered May 11, 1874, and opened May 1, 1876. It has a 
double track of 27 miles in length, extending from the north 
Pennsylvania at Yardley to Bound Brook, with a branch to 
Trenton 8.7 miles in length. It hasa capital stock of $1,- 
514,000 and a funded debt of $1,500,000 7 per cent. first- 
mortgage bonds, due Aug. 1, 1905, and a floating debt of 
$279,620. 

These are the two roads that have been leased to the 
Reading for 990 years on terms not yet fully known in all 
their details. Nevertheless, their substance is that the Read- 
ing is to assume all the liabilities of both companies except 
the floating debt, which is to be carried at 6 per cent. until 
converted into capital stock or funded not below par; also 
to pay a net dividend of 6 per cent, on the capital stock of 
both companies quarterly on the first of May, August, 
November and February for the first two years, 7 per cent. 
for the next two, and 8 thereafter during the continuance of 
of the lease, free of all taxes; also a sum sufficient to keep up 
the organization of both companies, 


The consummation of this lease is due to the anxiety of 
Mr. Gowen to get a winter outlet for coal and to the anxiety 
of Mr. E. C. Knight to realize upon investments which have 
been netting him nothing for some time. The scheme was 
first thought of a year ago, says Mr. Knight, but nothing 
was done about it until lately, when one or two clerks were 
taken into the confidence of the managers and the necessary 
figures brought together from the books upon which to con- 
clude negotiations, 
York & Philadelphia Line nor the Master of Transportation 
of the North Pennsylvania knew anything about it until 
it had taken effect. No one in the Reading office knew of it, 
and although Ario Pardee is a director both in the North 
Pennsylvania and the Lehigh Valley, no one in the Lehigh 
Valley knew of it until the very day, and the officer who 
first heard of it in that company was the first to carry the 
tidings to the Pennsylvania Railroad office. Mr. Knight 
left the board of directors of the Pennsylvania Railroad 
Company some years ago and was the ruling spirit in the 
organization of the new line, which gave a competing road 
for the first time between the two cities, He was the largest 
owner in thé Delaware & Bound Brook, a very heavy holder 
of North Pennsylvania stock and also of Central of New 
Jersey. When that road went into the hands of a receiver 
he was President, having been chosen to succeed John Tay- 
lor Jonston, and he had advanced considerable money 
in the vain hope of saving the road from insolvency. At 
that time he was also President of the Delaware & Bound 
Brook, owning the majority of the stock, and he was Vice- 
President of the North Pennsylvania. These three offices he 
still holds, no election on the Central of New Jersey having 
been held since Judge Lathrop assumed the receivership, 
According to the laws of the state no road can hold an elec- 
tion as long as its property is in the hands of a receiver, It 
is understood that some time or other Judge Lathrop is to 
assume control of the road as President rather than receiver, 
Mr. Knight standing ready to retire at any moment, as he 
only took the position temporarily. He expresses himself as 
satisfied that the road will earn for the Reading more than 
the guarantee, He calls attention the fact that the passen- 
ger business must constantly increase, and that the lease 
gives them a right to enter upon the Connecting Railroad in 
Delaware avenue, He says that the expenses of the Bound 
Brook line have always been light, and that the business was 
rapidly increasing in volume. He also expressed the opinion 
that the right to use the Junction road would be granted by 
the courts. Mr. Knight is understood to have purchased 
from 20,000 to 30,000 shares of Reading within a fortnight 
at 164 to 185¢, and he does not deny it. The stock is now 
steady at about 215%. In North Pennsylvania, of which he 
has such aJarge amount, the advance has been 4 or 5 per 
cent., and he has also succeeded in placing some of his Dela- 
ware & Bound Brook stock on the market at par. It had 
not been quoted at par on the market since February, 1877, 
when the road had not been in operation a year. 


As to the success of the scheme, Mr, Gowen is as sanguine 
as usual. Two millions of tons of coal is the amount 
that he proposes to send over his new line, and this he ex- 
pects to send at a saving of $950,000 and to make at least 
a half million more on the increased output, An increased 
profit of a million and a half would be a very nice thing in- 
deed for the Reading, and the lease would be a fine operation 
for it even if they only made half as much out of it. It is 
easy enough to find out very nearly what it will cost to meet 
the guarantee, The year’s business on the Bound Brook for 
1878 resulted in an increase of $20,598 in the floating debt. 
The interest on the bonded debt and on the floating debt at 
6 per cent, would require the disbursement of $121,777. The 
North Pennsylvania paid in 1878 for interest, ground rent 
and taxes, $518,308. Allowing $5,000 for keeping up the 
Bound Brook organization and $10,000 for the North Penn- 
sylvania, the total fixed charges for the present year may be 
assessed at $654,080. The dividend on the stock would call 
for $857,870, tosay nothing of taxes on it, making a total of 
$1,011,450 for which the Reading Company would be liable. 


Neither the General Agent of the New 
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To meet this the two companies had last year net earnings of 
$119,022 for the Bound Brook and $573,061 for the North 
Pennsylvania, making $692,083 and leaving a deficit to the 
lessee of $321,367. Mr. Gowen says that the utmost deficit 
that may be apprehended will not be over $100,000, but 
with a million and a half increased earnings, as he says, he 
need xot be troubled about an increased deficit of less than 
a quarter of a million on this lease. 

Mr. Gowen expects to make a large increase of earnings 
for his road and to make something more on the passenger 
business. He may do that, but will the rates be remuner- 
ative? We may for all practical purposes consider the two 
roads as one in figuring on the result. Consider in the first 
place the profit on coal. The tolls last winter were 50 per 
cent. of the price realized at tide, which is now an average 
of $2.25 .aton for Schuylkill white ash. If the railroad 
company got $1.12 a ton, it would be equivalent to a trifle 
more than half a cent a mile, which would leave him a profit 
estimated at sixty centsaton. The leased roads are both of 
the same character, double-track and steel rails, and the 
operating expenses were 56 per cent. on the Bound Brook, 
and 60 0n the North Pennsylvania Railroad, In the first 
place there is nothing to be gained in economy. ‘The cost of 
management of the Bound Brook has never been over $5,000 
a year and the general expenses last year were only $33, 
896, or 214 per cent. of the gross earnings. The operating 
expeyses of the Reading were 64.4 per cent., and its general 
expenses bore a much larger ratio to the gross receipts, so 
that it is not likely that anything can be saved; in fact, the 
North Pennsylvania was one of the most economically man 
aged roads in the country. The only trouble has been that 
it has continued piling up debt and issuing scrip. In the 
last thirteen years it issued, first, dividends amounting to 15 
per cent. convertible into 7 per cent. mortgage bonds; then 
dividends amounting to 38 per cent. convertible into stock, 
and lastly cash dividends of 17 per cent. The result has 
been that in the Centennial year with an increase of a quar 
ter of a million in the gross earnings, the interest account 
jumped more than $100,000, In 1876 the earnings fell off 
$100,000, and instead of paying off the floating debt, 
then over three-quarters of a million, cash and scrip 
dividends of 8 per cent. each were declared, In 1877 with 
a decline of almost $200,000 in the earnings, there was a 
still further increase of $35,000 in the interest account, and 
without any expenditures for equipment there was a sur- 
plus of only $66,233. Nevertheless, a cash dividend of 3 
per cent. was declared anda scrip dividend of the same 
amount. Last year the earnings were about the same, but 
the reduction in the expenses was more than twice the loss 
in the gross, yet another increase of $22,500 in the interest 
account cut the surplus down to $54,757, ahd less than three 
thousand was spent in equipment. How this result was ar 
rived at may be seen from the following table, showing the 
suplus available for dividends in each year with the addi 
tions to capital and debt account in the correspondidg year: 

Increase in 


Year, Surplus Capital Debt 
1872.... . $257,878 $166,985 $99,000 
1873 nee 195.644 200,290 413,500 
1874. ie 233,209 179,462 874,000 
1875... i ates 160,527 272,100 495,000 
1876... P 346,403 21,418 159,500 
aR : : 66,328 . 49,841 29,000 

otal... sis . $1,250,899 $860,586 $2,076,500 


During these six years that the road was earning a sur 
plus after interest and taxes the Company had expended 
$878,678 for construction and $579,257 for equipment. 
This left them a balance of $306,964 really applicable to 
dividends, but they had paid on that account $675,593 in 
cash, $860,586 in stock, $2,076,500 in funded debt and $1,- 
001,028 in floating debt. In other words, there was paid 
out to the stockholders in these six years in cash, stock and 
bonds, $38,353,898; Such being the case, it is not at all sur- 
prising that the company reached the end of its tether. 
Last year its earnings were so large that they had been ex 


ceeded only three times in the history of the road and its | 


net earnings had been equaled only four times, Its passen 
ger and freight mileage had been only twice exceeded and 
the heaviest freight mileage ever known on the road was 
less than 8 per cent. greater ; and yet so rapid had been the 
increase in the interest wccount—nearly 50 per cent. in three 
years—that the surplus was barely one per cent, on the 
stock. 

As for the rumor that thé Baltimore & Ohio is back of the 
move, President Gowen emphatically denied it. It was not 
object enough for the Reading to fight for a through line for 
the short haul that it would get. The Lehigh Valley will 
come in over the North Pennsylvania as before, under the 
same running contract. If there should happen to be any 
unpleasantness the Pennsylvania would be very happy to 
take them into West Philadelphia by the way of Phillips- 
burg and Trenton over the Belvidere Delaware. As for the 
Western freight that the Lehigh now takes at Waverley and 
delivers to the Reading at Allentown, it may possibly be 
transferred to the Lehigh & Susquehanna division of the 
New Jersey Central, which will get it from the Erie at 
Scranton, but it is not at all likely. The Reading is now 
sure to get it all. The Lehigh Valley cares very little about 
the matter, for it has a prejudice for getting something 
when it carries freight. The Reading has a contract with 
the Central for trackage at four mills per mile on coal, the 
Reading furnishing the motive power. R. W. M. 





Locomotive Wheels and Axles. 





[Report of the committee on ‘‘ The Best Form and Mate- 
rial for Locomotive Wheels and Axles” submitted at the 
twelfth annual convention of the American Master Me- 
chanics’ Association in Cincinnati, May 14, 1879.] 

To the American Railway Master Mechanics’ Association : 

GENTLEMEN ; Your committee appointed to investigate 


[May 28, 1879 


the subject of the best form and material for locomotive 
wheels and axles, have carefully considered the same, and 
submit the following as the result of their labors. In dis- 
charging their duty, your committee deemed it important 
to get the views of persons whose experience entitle them to 
consideration, and with this view a circular was issued to 
the members of the association. 

To this circular only nine replies have been received from 
master mechanics. 

ENGINE TRUCK WHEELS. 

In engine trucks four use nothing but cast-iron wheels; in 
addition to cast-iron wheels four have in use cast-wheel 
centers with steel tires (850 wheels reported); three have in 
use cast wheels with steel faces (238 wheels reported), and 
one has in use solid steel wheels (number not given); those 
using cast wheels only have no data for comparison. One 
member using steel-tired wheels thinks the difference in cost 
small, but considers the steel-tired wheel safer. Another mem- 
ber considers the steel-tired wheel as four to one of cast iron. 
Another thinks the first cost of the steel-tired wheel against 
it in comparisou with iron, Five prefer spoke wheels and 
four double-plate, the former giving as a reason that they 
allow a better inspection of the truck and its parts, and 
afford better access in oiling, while those preferring the 
latter think the spoke-wheels fan up the dust more and cause 
the brasses to weat faster. 

Your committee have reports of three steel-faced wheels 
and seven of cast-iron, broken in the tread, although no 
damage to engines is reported. 

DRIVING WHEELS. 

Of those replying to our circular, four prefer hollow spoke 
hub and rim, one solid spoke and rim, and two solid spoke 
and hub and hollow rim; two have both kinds in use and 
both do well, therefore have no choice. Your committee 
have reports of nine broken wheels, all of hollow spokes. 

TENDER WHEELS. 

In tender trucks, six use nothing but cast iron wheels. In 
addition to cast-iron wheels, three use cast-iron centres with 
steel tires (292 wheels reported), two have in use cast wheels 
with steel faces (116 wheels reported), one has in use Boc- 
hum cast steel (number not given), Of those using steel-tired 
wheels under tenders, one prefers cast iron, one prefers steel- 
tired, and one prefers steel-faced wheels. Thirteen wheels 
are reported cracked and broken, all of cast,iron. No dam- 
age reported, as they broke in the thread and flange. 

TRUCK AXLES. 

From replies to our circular, we learn the desire of mem- 
bers is to increase the size of journals. Seven are using jour- 
nals, 4'¢ diameter by 7 to 8 long, one uses 4% x8, and one 
5 x 9 (see sketch). . For wheel seat the sizes vary from 4 to 
4%%. Only two report as having steel, and recommend its 
use. No axles are reported broken. 

DRIVING AXLES. 

The dimensions of journals for driving axles reported are 
from 614 x7 to 7 8, all use iron; two have steel in use. One 
uses it for crank axles, and another has thirty-four engines 
with steel axles, those using steel for driving axles prefer it 
for that purpose as giving better results than iron. We find 
from the replies that a majority use a parallel axle, while 
one recommends to enlarge the axle in the middle, especially 
for back axles, thereby making it more rigid. 

Four back and two front axles are reported broken, four 
of which had been in service for ten years, and broke close 
to the hub. 

[TENDER AXLES. 

From replies to our circular we learn that the desire is to 
increase the sizes of tender axle journals rather than diminish 
them. Three are using the Master Car-Builders’ standard 
while the others are using journalsfrom 34 x 7to8l¢ x 6, 
allare using iron; one is using steel under three tenders, 
Two of those who have used steel prefer it for tender axles. 
Four iron axles are reported as broken, one at the hub of 
wheels and two at the journal. 

The following is given by Mr. W. O. Hewitt, of the Toledo, 
Peoria & Warsaw Railway, showing the advantage of the 
Master Car-Builders’ standard axle over the smaller journal: 
One 2,400 gallon tank with Master Car-Builders’ axles ran 
73,650 miles and cost for lubrication and waste $2.27, and 
another 2,400 gallon tank with axles having 344 =x 51¢ jour- 
nals ran 74,730 miles, and cost for lubrication and waste 
$7.27. 

Your committee, believing that all the members are more 
| or less familiar with the mileage made by cast-iron wheels, 
| the following is given by Mr. George Richards, of the Boston 
| & Providence Railroad, showing the mileage made by steel- 
| faced and steel-tired wheels, etc. : 

Four Bochum cast-steel wheels, under a heavy tender, ran 
| 142,260 miles, and were in good condition, They had not 
| been turned, and the wheel was heavy enough on the tread 
for three turnings. 

A pair of paper wheels, under a light tender, making 
many stops, ran 125,941 miles, and were in a fair con- 
dition. 

A pair of cast-iron wheels, run as mates to the paper 
wheels, made 91,062 miles, and were worn out. 

A pair of steel-faced wheels, in heavy engine-truck, made 
50,128 miles on the first run, and a total of 121,929 miles, 
and were condemned. 

Another pair of steel-faced wheels, in heavy engine truck, 
ran 47,084 miles after first turning, and were condemned. 

Two pairs of steel-faced wheels, in heavy enzine truck, 
made 79,905 miles first run, and 129,587 miles to date, and 
were in good condition. 

Another pair of steel-faced wheels, in heavy engine truck, 
made 71,852 miles the first run, and 41,266 miles the second 
run: total, 118,118 miles, and were condemned. 

Another pair of steel-taced wheels, under heavy tender, 
made only 31,372 miles the first run. 

One pair of steel-faced wheels, in engine truck, made 
88,932 miles first run. 

One pair of steel-faced wheels, in engine truck, made 
64,750 miles first run. 

Your committee concur in the report of last year’s com- 
mittee with regard to the dimensions of engine and tender 
truck axles and of driving axles except the shoulder at the 
wheel seat. 

In uddition to the circulars sent to master mechanics, cir- 
culars were sent to eight locomotive builders and others. 
Two replies were received from the above. One builder has 
| equipped 247 engines with cast-iron wheels mm engine truck, 
| 28 engines with cast wheels and steel tires, and 23 engines 
| with cast wheels and steel faces; 1 engine with paper wheels. 
They have equipped 264 tenders with cast iron wheels, 
| and 13 tenders with cast centres and steel tires. 

They have equipped 228 engines with iron truck axles, 70 
engines with steel truck axles, 412 engines with iron driving 
| axles, 46 engines with steel driving axles, 230 tenders with 
| iron axles, 47 tenders with steel axles. 

The replies to this circular show that steel is being used for 
| axles by a good many. All of which is respectfully sub- 
| mitted by 
Yours respectfully, 
OBERT KING, 
Master Mechanic Western Railroad of Alabama. 
WILLIAM RUSHTON, 
Master Mechanic Atlanta & West Point Railroad. 
JAMES MAGLENN, 
Master Mechanic Carolina Central Railroad. 
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May 23, 1879] 


MASTER MECHANICS’ ASSOCIATION. 
Twelfth Annual Convention. 


The twelfth annual convention of the Master Mechanics’ 
Association met at the Grand Hotel, in Cincinnati, May 13. 
President Chapman called the meeting to order, and, after 
prayer by Rev. D. F. Harris, an address of welcome was 
delivered by Col. L. M. Dayton. 

The  Mietana of the last convention were then accepted as 
printed. 

The roll being called, the following members answered to 
their names: H. Anderson, Chicago; H. G. Brooks, Brooks 
Locomotive Works; J. D. Barnett, Grand Trunk; John 
Black, Dayton & Michican; N. E. Chapman, Cloveland & 
Pittsburgh; H. L. Cooper, lodienapelie Sietantn m & West 
ern; Charles H. Cory, Central, of Iowa ; G. F, Coon, Min- 
eral Range ; J. F. Devine, Wilmington & Weldon; Henry 
H. Elliott, East St. Louis; James Eckford, Cincinnati, Ham- 
ilton & Dayton; J. H. Flynn, Western & Atlantic ; Wm. 
Fuller, Atlantic & Great Western ; W. A. Foster, Fitch- 
burg, Vermont & Massachusetts Division; Charles Graham, 
Delaware, Lackawanna & Western, Bloomsburg Division ; 
8. J. Hayes, Illinois Central; W. O. Hewitt, Toledo, Peoria 
& Warsaw; Jacob Johann, Wabash, Western Division; F. 
G. Kaufholz, Cleveland, Columbus, Cincinnati & Indian- 
apolis; Robert King, Western, of Alabama ; John Min- 
shall, New York & Oswego Midland ; J. McKenna, In- 
dianapolis, Peru & Chicago; John McVay, Alabama Great 
Southern; John Ortton, Canada Southern; G. H. Prescott, 
Pittsburgh, Cincinnati & St. Louis; George Richards, Bos- 
ton & Providence; G. W. Reynolds, Old Colony, North- 
ern Division; J. H. Setchel, Little Miami; James igley, 
Lake Shore & Michigan Southern; H. W. Sprague, H. K. 
Porter & Co.; L. B. Salisbury, St. Louis & Southeastern; 
W. H. Selby, St. Louis, Kansas City & Northern; G. B. 
Simonds, Hannibal & St. Joseph; John Swift, Schenectady 
Locomotive Works; C. H. Tull, Vicksburg, Shreveport & 
Texas; W. F. Turreff, Cleveland, Tuscarawas Valley & 
Wheeling; Thomas Walsh, Louisville & Nashville, Memphis 
Division; B. Warren, St. Louis, Alton & Terre Haute; Reu- 
ben Wells, Jeffersonville, Madisonville & Indianapolis; J. 
E. Wiggins, Houston, East & West Texas; J. L. White, 
Evansville & Terre Haute; Philip White, Cleveland & Pitts- 
burgh; J. O. D. Lilly, Indianapolis. 

The following new members then signed their names: 
John Cook, Georgia Railroad; James T. Gardner, Concord 
Railroad; R. H. Briggs, Mobile & Ohio; B. J. Gregg, Cin- 
cinnati, Sandusky & Cleveland; Thomas Roberts, Marietta, 
Pittsburgh & Cleveland; John Bisser, Thomas Price, John 
Thumser, Ohio & Mississippi. 

Thé President read his annual address, as follows: 

‘*GENTLEMEN: Again am I permitted to greet you in as- 
sembling upon this, our twelfth annual meeting. At Rich- 
mond last year it was decided to meet here, in the famous 
Queen City of the great West, but more latterly known as 
the Paris of America, with its Probasco Fountain, its beau- 
tiful Eden Park its famous Zodlogical Gardens, its world- 
renowned Academy of Music and Theodore Thomas, its in- 
clined-plane railways, and last, but by no means least, its 
Cincinnati Southern Railway. 

‘‘ We meet under the same pleasant general order of things 
which has prevailed throughout the country at each and 
every one of our meetings for the past eight years. . 

‘fn one respect the outlook is more pleasant than hereto- 
fore; the continuance of prosperity is even more assured 
now than it was one year ago. 

“Resumption has proved, so far, a success, and if there 
has been nc sudden increase of prosperity there has been 
none of privation or poverty, but instead there has been, I 
may say,a gradual and steady increase or revival of all 
branches of business, which bids fair to be as permanent as 
it has been steady. 

‘* Our own society seems to share in the general prosperity, 
and if we have gained a few members, we have lost but few. 

‘* For a statement of the financial condition of the Associa- 
tion, I refer you to the very able and satisfactory report of 
your Secretary. For the first time in the history of the As- 
sociation, we find ourselves at the annual meeting free from 
debt, with a balance in the treasury. 

«The interest in our meetings seems to be fully sustained. 

‘*We are reaping some benefit from our organization, I 
think, in the carrying out of its fundamental principle— 
viz., railway economy; but although something has been 
done, yet there is still room for improvement, not perhaps 
in reducing wages, but in the improved methods of work- 
ing and using our machinery. 

“My friends, economy must be the watchword for the 
next few years in operating the railroads of this country if 
we would have lasting prosperity. 

‘Who can do more than the master mechanics toward edu- 
cating the employés in their department to live cheaply, or 
at least within their earnings, which is the first lesson, and 
with many a hard one to learn. 

“We can also do much toward reducing the expenses of 
our departments by close and carefulapplication. There is 
however, a minimum or limit in that direction, beyonc 
which it is not economy or safe to go. 

“We seem to be upon the eve of another railroad war upon 
rates, which would appear to be a suicidal policy, as the vol- 
ume of business is not increased to any appreciable extent 
by such reduction in rates, neither is the producer or con- 
sumer benefited thereby. I am of opinion that if a fair, 
reasonable compensation could be fixed upon and adhered to, 
letting the business seek its own legitimate channel for 
transportation, the railroads as well as the country gener- 
ally would be greatly benefited. 

“It has been my pleasure to be present at each of the 

gatherings of this Association since the first formation of 
the Association in 1868 at which time, for some unexplained 
reason, | was selected to fill the office of First Vice-President, 
which office I held until the meeting in St. Louis, when, in 
the absence of your President, Mr. Britton, I performed his 
duties to the best of my ability. 
_ “It was your pleasure at that, as at the succeeding meet- 
ing, to do me the honor of electing me to the office of Presi- 
dent, for which mark of confidence | am deeply grateful, but 
having held office for so long a time in this Association I 
think it time for a change. 

“ Your committees are entitled to commendation for the 
able and efficient manner in which their reports were pre- 
sented at our last meeting. 

“Tl am informed by our Secretary that one of our mem- 
bers has gone before to that bourne from whence no trav- 
eler returns. Lrefer to J.B. Mcrse, late of the Eastern 
Division of the Wabash Railway. 
_ lL trust suitable action may be taken by this Association 
in regard to the sad event. 

‘Thanking you for your indulgence, I now invite your 
attention to the next business in order, which is the reading 
of the report of your Secretary.” 
pcretary Setchel’s report stated that at the last meeting 
the Association numbered 176 members ; since then 12 have 








joined, five resigned, one died, and 20 have been Hopped | Car Builders, but did not object to a large journal. 


from the rolls, leaving 162. The cost of printing the last 
annual report was $574.85, and 755 copies have been digg 
tributed to members, subscribing companies and others, or 
sold. There were also 105 copies of previous reports dis- 
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posed of, making 860 copies sent out during the year. There 


are now the following reports on hand; Five hundred and 
seventy-seven copies of of the first and second, forty-two of 
the third, 281 of the fifth, twenty-four of the sixth, ninety- 
one of the seventh, 368 of the eighth, 316 of the ninth, 302 
of the tenth, and 445 of the eleventh. 

The distribution of the reports to railroads was by instruc- 
tion of the Supervisory Committee, six copies being sent to 
each of the roads contributing to the printing fund ear 
with a request for a renewal of their subscription, which has 
been very generally responded to, 


The total receipts for the year were as follows : 
Total amount contributed by companies Se Rcase ang $609.00 
¥ * received by assessment..................++ 1,350.00 
* + eS by initiation fees....... ........ 12.00 
*. ¥ “by sale of repor.ts.... ........... 119,80 


I Pe MOE BITS ingn 5.50 oth es 60s sneenermneone ? copes is 
Donation from W. W. Evans 


Total amount received 


The Boston fund, including a donation of $59.05 from the 
Richmond Committee last year, now amounts to $4,383.11. 
The report concludes as follows: 

** At a called meeting of the trustees of the Boston fund, 
held May 12, 1879, at which Messrs. N. E. Chapman, of the 
Cleveland & Pittsburgh road; R. Wells, of the Jeffersonville, 
Madison & Indianapolis road; 8. J. Hayes, of the [linois 
Central road, and J. H. Setchel, of the Little Miami road, 
were present, a careful examination of the foregoing state- 
ment in regard to bonds and moneys belonging to the Boston 
fund was made and found to be correct. The trustees being 
advised that the interest on our bonds would cease in May 
and July, 1879, it was unanimously decided to exchange 
them for the 4 per cent. bonds. . Accordingly 3,700 4 per 
cent. interest-bearing bonds were sunchoat leaving a bal- 
ance on hand unapplied at this date of $5.31, 

‘*T have given a full and complete history of the Boston 
fund for the benefit of new members and those who may be 
particularly interested in looking after the financial con- 
dition of the Association, 

“The Secretary is in receipt of several mechanical and 
scientific periodicals from Europe and this country, which 
are the property of the Association, and we are also the 
owners of a very fine dynamometer, presented by Thos, 
Prosser & Sons, of New York, which was duly stated in my 
report following its presentation.” 

he Treasurer reported his receipts and payments as fol- 
lows: 
Balance, May 16, 1878............ patsseebeivavdccestccse en 
PG iwneseseades ee Vp ads teoe ebb inion 000s, pe cwwe biogas 60% 2,200.80 
a eee $2,990.05 
2,453.33 


ND a kdeddss oddiatanedssvsebeas 
Disbursements, as per vouchers 


Balance, May 13, 1878 $536.72 

The following were appointed a committee to audit the re- 
sorts, and to report the amount of assessments for next year: 
tn Richards, Jacob Johann and J. D. Barnett. The 
assessment was afterward reported at $5. 

The following were re meg a Correspondence Commit- 
tee: Messrs. James Sedgley, Wm. Fuller and J. F. Devine. 

The report of the Committee on Standard Axle (published 
last week) was then read. It was followed by a discursion. 

Mr. Johann said that a standard axle, although it might 
not be the best, is better than no standard at all, He urged 
action in the matter. He objected to the multiplicity of di- 
mensions of axles. He thought a standard could be intro- 
duced at moderate expense, if started right. He believed 
the minority report was right in its recommendation. 

L. White said he had used 814 by 6'¢ journals, but 
he had enlarged his journals to 8!¢ by 7, with good results. 
The weight to each square inch is lessened in proportion. 

Mr. G. B. Simonds, favored a 314 by 6 poaren , 

Mr. B. Warren said he had adopted a 3!¢ by 7 journal, 
standard length, and carried from 12 to 17 tons, without diffi- 
culty. The wheel seat was 4!4, and he would he in favor of 
that size, as a larger size would entail a large expense. He 
did not think the standard axles should be shortened, He fa- 
vored looking to a uniform axle. 

Mr. John Ortton favored a 7 by 3% journal. He thought 
it would be a matter of courtesy for the association to com- 
promise with the Master Car-Builders. He wanted an axle 
that would stand the roughest usage. 

Mr. John Black favored the adoption of the Master Car 
Builders’ standard. 

Mr. J. E. Wiggins, was anxious to have the business set- 
tled. 

Mr. H. N. Sprague thought that if an agreement as to 
length could be reached, the diameter would not make so 
much difference. Mr. Warren thought that the difference 
in diameter was of greater importance than Mr. Sprague 
imagined. 

Further discussion was then pgstponed to the next day. 

The report of the Committee on Lubricants was then read, 
and was followed by a short discussion, general opinion 
being in favor of natural oils, and of tallow for cylinders, 

The Committee on Correspondence reported an invitation 
from the Cincinnati, Hamilton & Dayton road to visit the 
Dayton Soldiers’ Home. The request was received and filed 
to be taken up hereafter, and a recess was taken. 

After recess the following gentlemen were chosen associate 
members and signed the constitution: J. W. Hill, of Cincin- 
nati; Professor Charles A. Smith, of Washington University, 
St. Louis, and J. H. Raymond, Secretary of the Western 
Railroad Association. 

J. Davis Barnett, J. F. Devine and J. Swift were ap- 
pointed a committee on place for holding the next conven- 
tion. 

Messrs. John Ortton, William Fuller, Jacob Johann, J. F. 
Devine and George Richards were appointed a committee to 
prepare a list of subjects for discussion at the next meeting. 

James Sedgley, H. M. Sprague and W. D. Hiwett were ap- 

»inted a Committee on General Resolutions, and Jacob Jo- 
ann, J. M. Boon and J. H. Raymond were named as a com- 
mittee to prepare suitable resolutions on the death of J. D. 
Morse. 

The Association then adjourned until the next day. In 
the evening the members visited the Grand Opera House by 
invitation. 


Mr. J. 


SECOND DAY’S PROCEEDINGS. 


At the opening of the meeting a letter was read tendering 
members the privilege of the Chamber of Commerce, whic 
was appropriately acknowledged. 

The report of the Committee on Wheels and Axles was 
then read. It is published elsewhere. 

The discussion of the question of adopting standard car 
and tender axles was resumed. 





Mr. Johann favored the adoption of the Master Car 
Builders’ axle. . 
Mr, Sedgley thought it would trouble any one to determine | 


| the standard of the Master Car Builders to-day. 


| 





Mr. Boon objected to the size of the journal of the a | 

e | 
thought the cost of changing would be too vy. His idea | 
was to take an axle with a journal that could be worked in | 
by all roads with less expense. He also objected to the 
weight of the Master Car Builders’ axle. 
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Mr. Simonds said that he was not in favor of a 84 by 6- 
inch journal. His preference would be for not less Big 
journal in diameter, and would go Aad 7 inches in 3 

Mr. Johann said the only impossible thing about the change 
was that no one would start to make the denas If astart 
was once made it would be surprising how soon a standard 
could be reached, The difficulty in changing axles is not so 
great as pictured, 

Mr. Johann moved to adopt the standard axle of the Master 
Car Builders. 

Pa Black moved to amend to make the axle 314 instead of 


>/S 

The amendment was lost. 

Mr. Johann’s motion prevailed by a vote of 38 to 9. 
Messrs. George Richard, Jacob Johann and D. Barrett, the 
committee appointed to examine the reports of the Secretary 
and Treasurer, reported the same correct. : 

The Committee on Next Place of Meeting reported, sub- 
mitting New York and Cleveland to choose from, 

The report of the Committee on the Best Material, Form 
and Proportions of Locomotive Boilers was then submitted. 
It was very long, and its reading occupied the rest of the 
session. 

The afternoon was spent by members in visiting the Zo- 
ological Garden, Music Hall and other places of interest in 
and about the city under charge of the Committee, 


THIRD DAY'S SESSION. 


The first question that came up for discussion was the best 
form and material for locomotive wheels and axles. 

Mr. Hayes spoke of the relative merits of the different 
wheels, 

Mr, Johann said he had telegraphed to Mr. Forney that the 
standard wheel had been adopted, and had received a reply 
from him asking if the committee could prepare a drawing. 
; President Chapman said the chairman, Mr, Sedgley, would 
do so. 

Mr. Hayes said that he regretted that the conimittee did 
not figure the cost per mile for wheel mileage. 

Mr. King replied, giving figures and estimates. 

Mr. Hayes said the cost of paper wheels was nine cents per 
1,000 miles. The cost of the chilled wheels about seven 
cents. 

Mr. Johann said that different roads figured the cost in 
different ways. He favored the establishment of a basis of 
calculation, so that the difference in cost will be solely on the 
merits of the wheel. 

Mr. Sprague suggested that the interest on the cost of the 
wheels should be taken into consideration, 

Mr. Hayes said that he had been told that wheels were 
now being sold by the 1,000 miles. In reply to the question 
from Mr. Sprague he stated that wheels he used cost between 
$8 and $9. 

On motion of Mr. Sprague, the discussion here closed. 

The next subject for discussion was the report of the Com- 
mittee on the Material and Construction of Locomotive 
Boilers. Mr. Wells, Chairman of the committee, said in some 
localities iron did not give as good satisfaction as steel for 
shell. In other cases the crown sheet had to be varied. 

Mr. Sprague asked if any member present was using Bes- 
semer steel. 

Mr. Sedgley replied that he had used it to some extent. 

Mr. Sprague thought it would be liable to laminate. 

Mr. Hayes said he had formerly recommended steel for 
nearly all purposes, but he now doubted the advisability of 
using it in the shell. 

As to the construction of the boiler, Mr. Wells said that 
the committee favored corrugating the fire-box sheet, 
believing that expansion and contraction would not then in- 
jure the material. 

Mr. Sedgley said that he had adopted the practice of corru- 
gin. and favored it. He said he saw no reason for aban- 
doning the use of steel. 

r. Young favored using a low grade of steel. 
he found that fine steel had a tendency to crack, 

Mr. Sedgley said he was using a high grade of steel, and 
had no trouble. In reference to corrugated sheets, Mr. Gra- 
ham said he had used them for nine years. He corrugated 
about the thickness of the iron beyond the centre line. 

Mr. Hayes said he thought that all would not have the 
same experience with the same material, on account of the 
different qualities of coal used. He thought that with poor 
coal the low grade of steel gives the best satisfaction. 

Mr. Woodcock bad used corrugated sheets for a number 
of years with excellent results. 

the delegates went into the discussion of the corrugated 
boiler question with considerable interest. It occupied the 
greater part of the morning session. 

A brief discussion concerning the form and proportion of 
boilers and the use of domes tollowed. 

The question, how to obtain the greatest amount of steam, 
occupied the attention of the members for some time. 

Mr. Wells said that a comparison between English and 
American boilers showed that those having the largest 
amount of heating surface showed the best results. 

Mr. J. H. Raymond, Secretary of the Western Railroad 
Association, was introduced, and addressed the meeting. 
He said that some plan should be devised for determinin 
which of thousands of patents are valuable, and he wantec 
a system adopted by which the matter could be determined 
as soon as possible, In the course of his remarks Mr. Rey 
mond said that there were 2,000 patents on couplers 
alone. 


An invitation to a complimentary concert was then re- 
ceived and accepted, 
The report of the Committee on 
then read, as follows: 
To the American Railway Master Mechanics’ Association ; 
GENTLEMEN: Your committee appointed to report on the 
subject of Performance of Locomotives would say that on 
account of the very few replies received to their circular, 
they have not been able to make up a report, but think the 
subject is worthy of still further investigetion, Your com- 
mittee desires to present to the association a report of a 
series of tests, made and furnished by our fellow-member, 
J. E. Martin, Master Mechanic of the Chillan & Talcahuano 
Railway of Chili, South America, on the exhaust nozzle, be- 
ing a continuation of our report presented last year at Rich- 
mond, Va., on local tests. The above is accompanied with 
diagram, indicator cards, etc., and are the actual results of 
experiments on tests carefully made, Your committee would 
recommend that they be printed in the next annual report. 
Respectfully submitted, Wma. Woopcock, 
M. M. C. R. R. of New Jersey. 
8. A. HopGMAN, 
M. M. P. W. and B. R. R. 


The report was adopted, and on motion of Mr. Hayes, the 
committee was continued for another year. 


He said 


Locomotive Tests was 





The next business in order being the election of officers, 
the old officers were all re@lected for the ensuing year. A 
recess was then taken. . 

After recess, a short session was held, at which the routine 
business was finished up and the usual resolutions passed 

Most of the members attended the concert in the evening’ 
and a large number joined in the excursion over the Cin 
cinnati Southern to the Kentucky River Bridge on the fol 
lowing day 














Published Kivery Friday. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask under any circumstances, and we 


will be thankfidl to to have any act of the kind reported to 
this office, 





Addresses.— Business letters should be addressed and drafts 
made reap to THE RAILROAD GazETTE. Communica- 
tions for aiteaion of the Editors should be addressed 
Eprrorn RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no ion to publish anything in 
this gourmet va bay pew, EXCEPT IN THE ADVERTISING COL- 
UMNS, m our editorial columns OUR OWN opin- 
ions, ‘snd t tas only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, , su nancial schemes, a. to our 
readers can do 80 ly in "our advertising columns, but it 
is useless to us to recommend them editorially, either 
for money or in consideration of advertising pa ronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take ne 
under their observat such as apengne in railre - 
cers, organizations and ch panies, the letting, 
progress and. completion of contracts for new works or 
onperters improvements of old , experiments in the 
construct on of roads and nabineey and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men pract nted with v are especially re 





toally acquai 
sired, Officers will oblige us by forwarding boa 

of notices ef meetings, elections, appointments. e8- 
egy | annual reports, some uollena 4 of all of which will 


e 
RAILROAD EARNINGS AND PROFITS IN 1878, 


It is extraordinarily difficult to obtain a general 
view of the condition of transportation business—the 
earnings and profits no less than the traftic—in this 
country for any given time. It is not alone that com- 
paratively few roads make monthly reports of earn- 
ings and still fewer monthly reports of expenses. 
Nearly all make yearly reports in some form or other ; 
butas the fiscal years for which they report end with 
nearly every month in the calendar, we cannot with 
complete annual reports show the aggregate business, 
earnings or expenses for any one year. Indeed, we 
are so accustomed to having reports for different 
periods that scarcely any attempt is made at general 
comparisons. 

But a very large number of the roads report for the 
calendar year ; and, recognising the fact that reports 
from a large proportion of the roads may give some 
clew to the general tendency of business, though they 
cannot set it forth exactly, we have collected the fig- 
ures for gross and net earnings for the companies that 
have, down to this time, reported for the year 1878, 
and present them, with the gross and net earnings per 
mile of road and the totals, ina table published this 
week, 

In this table we have reports from 89 railroads, which 
worked in 1878 an aggregate of 29,835 miles of road, 
which is 2.2 per cent. more than their mileage in 1877, | 
With these 29,835 miles of road the gross earnings 
were $221,897,085, and the net earnings $90,366,363. 
Compared with the previous year, there was an in- 
crease of 4.1 percent. in gross, and of 7.2 per cent. in 
net earnings, the mileage being but 2.2 per cent. 
greater. The gross earnings per mile of road increased 
from $7,804 to $7,437, or 1.8 per cent., and the net 
earnings from $2,887 to $8,029, or 4.9 per cent. 


THE RAILROAD GAZETTE. 


The roads reporting had about three-eighths of the 


| | total mileage in operation in the United States in 1878. 


| Evenly distributed this would give a close approxima- 
tion to the average condition of the railroads of the 
country. It can hardly be said that it is evenly dis- 
tributed over the country, however. The roads in 
New England and New York have to make reports to 
the state authorities for the fiscal year ending with 
September, and few of them make any other report, 
| In our list we have in all this important district only 
855 miles in Maine and 120 in New York, out of a total 
of 11,435. But some sections of the country are pretty 
fully represented. In the other 
Potomac and west of Ohio there are reports from 4,421 
miles out of 8,632; for the states north of the Ohio and 
west of Pennsylvania as far as the Illinois line and 


miles out of a total of about 12,500; 
consin and the upper peninsula of Michigan they are 
given for 4,062 miles out of a total of 1 
districts west of the Mississippi (except Texas) for | 
11,866 miles out of about [8,600; for the states south 
of the Potomac. and the Ohio, including Texas, 
with about 16,000 miles of road, there 
ports from 2,131 miles. Thus the table represents | 
about 51 per cent. of the mileage of the Eastern States | 
west and south of New York ; 56 per cent. of the mile- 
age in the states intermediate between Pennsylvania | 
and [Illinois ; 33 per cent. of the mileage of Illinois | 
and Wisconsin ; 64 per cent, of the mileage west of the | 
Mississippi, and only 13 per cent. of the Southern 
mileage. The roads of New England and New York 
of road, and those west of it somewhat less (though 
perhaps not those which report); the Southern roads 
have the smallest of all. On the whole, 
per mile of the 
higher than the average for the country. It is not for 
this purpose that it has much value, but rather as in- 
dicating the general course of traffic on the railroads 
of the country, which we think it can be assumed 
to do for those in the territory west of New York and 
north of the Potomac and the Ohio, 

An increase of nearly 5 per cent. 
ings per mile of road is certainly a material improve- 
ment, the more 
when additions to capital were very small, and it is | 
doubtful if the average per mile of the stocks and 
debts was as great in 1878 as in 1877. The average net 
earnings were equivalent to 5,78 per cent. on a capital 
of $50,000 per mile in 1877, and to 6.06 per cent. 
1873, 

The comparison, however, is made with a year of 
light earnings. The first seven months of 1877 were 
probably the most trying to American railroads of the 
whole period of depression since 1878. There was then 
8| light traffic and excessively low rates. There was un- 
usually good business and much better rates than 
during the other five months, and these prevented the 
year from being altogether disastrous. We have fre- 
quently spoken of the year ending with July, 1877, as 
the ‘‘ worst year for earnings.” There ure but two or 
three reports for precisely that year; but there was a 
great improvement in traffic and some improvement 
in rates after July, and the results reported in some 
state reports for the year ending with June is further 
confirmed by a table of earnings for 64 companies, with 
11,891 miles of road (mostly Eastern) which was pub- 
lished Feb. 8, 1878 (page 70). 
of 6.8 per cent. in gross and 5.2 in net earnings, when 
compared with the previous year. 

In 1878 there was a heavy freight traffic throughout 
the year, usually at very low rates, and generally the 
lightest passenger traffic since the war. While the 
earnings and profits were so much greater than in the | 
previous year, the ae srt over 1876 cannot ha uve | 
been great, 


the earnings 


in 


confidence. It proved that the tendency of railroad | 
profits was not inevitably and uninterruptedly down- 
ward, and led most investors to believe that the worst 
was passed and that what had proved good through so | 
many trials could be safely depended upon in the fu- 

ture—a conclusion which in most cases is probably | 
| sound, but which in some cases may very easily turn 
| out false this very year, if so large a proportion of the 

| business as at present continues to be carried at 
bare cost or less than cost. Certainly the conclusion 
that seems to have been made by many, that as a stock 
which has continued to pay dividends throughout the 
bad times is worth more now because of having endured 
adverse circumstances so well, so stocks of compan- 





ies which have never paid dividends, and perhaps have 


not even earned the interest on their bonds recently, 


states north of the | 


Lake Michigan—that is, Ohio, the lower peninsula of | 
Michigan and Indiana—there are reports from 6,880 | 
for Llinois, Wis- | 


2,250; for the | 


have much more than the average earnings per mile | 


roads in the table are considerably | 


in the net earn- | 


so because it was made at a time | 


This showed a decrease | 


the great harvests of 1878 whic ch aesared a large traffic | 
for at least half of 1879, has had a great effect in restori ing | 
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say, is in no respect justified. There has been and is 
no great general improvement in railroad profits, and 
there is not the least reason to believe that lines which 
depend chiefly on through traffic will make greater 
profits this year than last, and at present there is great 
danger that they will not do so well. The lines next 
west of the trunk lines suffer especially under existing 
circumstances, and those with least local traf- 
fic, which are usually those which have few 
large towns but many competing points on 
their roads, fare worst of all. Some of these 
certainly cannot long endure the present condition 
of things ; yet their stocks have in some cases ad- 
vanced more than 100 per cent. since the beginning of 
the year. Roads which have little or no business of 
the kind done at trunk-line rates may greatly profit by 
the heavy traffic, and if we have a good harvest next 
summer will certainly be in a very good position, but 
it is not these roads whose stock has risen most, but 
precisely those which have a great preponderance of 
east-bound traffic carried at trunk-line rates—that is, 
| just now, at 0.3 cent. per ton per mile, or even less, 
| leaving absolutely no margin of profit to apply to in- 
| terest on bonds and dividends on stoc k. 


are re-| 


| THE STANDARD AXLE AND THE REASONS FOR 
ADOPTING IT. 


It was announced in the Railroad Gazette of last 
week that the Master Mechanics’ Association had 
passed a resolution recommending the adoption of the 

| the Master Car-Builders’ standard axle. The vote was 
a decisive one of 38 for to 9 against recommending it. 
This places the recommendation further 
dispute, and puts the two associations of car- 
builders and master mechanics virtually in accord 
on this important matter. The car-builders will take 
the subject up again at their meeting next month, and 
they will no doubt confirm their previous action. As 
a significant sequel to the action of the Master Me- 
chanics’ Association, Mr. Vanderbilt has just con- 
tracted for 2,200 freight cars, all of which, it is speci- 
fied, shall have the standard axles and continuous 
draw-bars. Of these cars 700 are for the Lake Shore & 
Michigan Southern, 100 for the Michigan Central, and 
1,500 for the New York Central & Hudson River. It 
may be mentioned incidentally here that of these 600 
are to be four-wheeled box cars of the new pattern 
| désigned by Mr. Garey, which he has recently put into 


beyond 








use, 
Of the advantages which will result from the in- 
troduction of a common standard for 





car-axles, it 
seems hardly necessary to speak here. The reasons 
for such action are apparent if we realize in some way 
the diversity which now exists. To show how irra- 
tional the present condition of things is, the accom- 
panying table has been prepared giving the principal 
tf gy a 
SE ioh| aE leagh zs 
EB ER Fs GEES a8. 
Name or Roap.| Kindof Axle. | 323 35) #2 a4 Bp) oe 
So © “oo |S Si 
athe | Se Nab cal | Slab | 
> @ |: 9 PR -oeg|: F 
iad Pel me J 7 
In. In.| In |Ft. In.) Lbs. 
Bos. & Albany, 
East. Div.. .. Tender ......... 3% 5 44%)5 11% 307 
Bos. & Albany, | 
West. Div.. .. “ 34| 5%) 4546/6 14| 345 
Bos. & Albany.. Pass. and Ft..... M.|C.| B. Stand. 340 
N. Y. Cen. & { Pass., Freig't ) } | 
Hud. River.. and ‘Ten-\-| “ | 335 
BOs vvaivin ) | 
|L. 8 & Mich. | 
Southern.... . Tender... 3% 7 4416 3 ,325 
L. 8. & Mich. |" 
| Southern. .... /Passenger. 4% “ 1390 
|L. 8. & Mich. ==) 
Southern. .... |Freight.. ....| 844) 554) 4446 196) 315 
Canada South.. 'Tender........... 3% 6 4546 2 | 284 
ro “.. |Ft. and Pass.. 34 7 446 6 3 | 321 
Wabash......... Tender and Pass. *M. | C B. | Stand. | 360 
Mich, Central... Tender.. 4% 5 16 2A) 40244 
hans 4 oie Passenger. ee cate 3% 7 4% 350 
‘take % ... |Freight,-.. ™. Cc B. Stand, 304 
| Chi. & North- 
western.... .. ee By%) 44%'5 11 |...... 
( _ ae apie | 
verre Pass. and Ft. 3% 6 4%6 2%)/311 
lo hi.. SRoc k Is. & | 
Pacific........ Tender.. 3% 64, 4 6 234|275 
Chi., Rock Is. & 
P acific.... ... Freight........... 3% 6 45-166 3 
1i., Rock Is. & | 
Pacific ae Passenger ™M. | C. B. Steed. sitions 
| Chi. & Alton.... Tender...........| 3% 55447 1% 360 
... |Freight... 3% 6 4 8 320 
* ... [Passenger....... 3% 7 4546 2 | 420 
Chteses. ‘Bur. & | (| Pass., Freig’t j | 
Quinecy.... ... and Ten- | 3% 6 446 11%) 350 
GOP. Sacre 
| a, Central..... 334 6 4%6 2 
Chi., Milwaukee 
& ‘St. Paul.. Tender.... | 34) 7 446 244 313% 
U nion Pacific... - +4 7% 4546 386) 330 
.. |Passenger....... +834, 74% «34446 484) 325 
(ee ” » JR UOHBME.. 00.0005 34% 6 445 11 290 
*Master Oa 
Builders’ Stand- 
_atd Axle.......|.................. 133-47 47-86 3 |335 





+ These axles have no collar or outer end. 


dimensions of the standard axles which are now put 
| under new cars and tenders in the system of roads 
| which connect directly with the New York Cen- 
| tral line. It must be remembered, too, that the di- 


are greatly improved in value—this conclusion, we | mensions given are those of the standard axles alone, 
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which are used on those lines, and not of thé great 
variety of other axles still in use which are not now 
regarded as standards. If these had been added, the 
table would probably be from five to ten times as 
large. By looking over the table a great many curious 
differences will be observed. Thus, take the tender 
axles used on the two divisions of the Boston & Albany 
road. The journal of the one is 81g in, in diameter 
and the other 344. The length from centre to centre 
of journals is 5 ft. 115g in. on one and on the other 6 
ft. Yin. There is doubtless a good reason for this dif- 
ference, from the fact that the line was formed not a 
great many years ago by the consolidation of two in- 
dependent roads, the machinery departments of which 
are still under the management of separate heads. 
Still there can hardly be any good reason for perpetu- 
ating such a slight discrepancy, which renders it im- 
possible to interchange the axles of the one of tenders 
with those of the other. On the New York Central 
road all new passenger, freight and tender axles are 
now made of the Master Car-Builders’ standard. 
On the Lake Shore line the tender and passenger 
axlesare alike, but the freight axle is different. On the 
Canada Southern the journals of the tender axles are 
33g 6, whereas the car axles are 314X7, and the dis- 
tance from centre to centre of journals differs by one 
inch. We have no report of the freight axles used on 
the Wabash road, but tender and passenger axles are 
now all made of the Master Car-Builders’ standard 
dimensions. On the Michigan Central road a curious 
anomaly exists. The tender axles, it will be seen, 
have 4X71¢-in, journals, the largest in use anywhere, 
excepting, we believe, on the Louisville & Nashville 
road. The freight and passenger journals are both of 
the Master Car-Builders’ standard, 3%4 <7 in., but the 
length of the passenger axle is 6 ft. 5in., instead of 6 ft. 
8 in., which isthe standard. Probably this length was 
adopted to suit the dimensions of existing rolling stock. 
The freight axles are made tothe regular standard. 
On the Chicago & Northwestern road the tender 
axles are 31gx51¢ and the car axles 314 x6, with a 
difference of 314 in. in the length of the axles, so as 
to make it impossible to interchange them. A similar 
difference exists on the Chicago, Rock Island & 
Pacific road. Why there should be a difference of 
half an inch in the length of journals and u quarter 
inch in that of the axle is not plain, yet it is enough 
to make it difficult to interchange the axles. On the 
Chicago & Alton line the same diameter of journal is 
used for all three classes of axles, but the lengths are 
respectively 55g, 6 and 7 in., and, still more remark- 
able, there isa difference of 14 in. in the distance 
from centre to centre of journals, a discrepancy which 
no doubt was the result of not having any standard 
drawings. On the Chicago, Burlington & Quincy 
and Illinois Central roads all the classes of axles are 
alike, with a difference of 14 in. between them in the 
diameters of journals, and 44 in. in the length of axles. 
Of the Chicago, Milwaukee & St. Paul road we have 
a report of the tender axle only. On the Union Pacific 
the axles for tenders and each class of cars is different. 

The question then naturally suggests itself, what 
possible good can be accomplished by this diversity ? 
It is of course not difficult to account for it. Each one 
of these roads has undergone a process of development, 
independent of the others. It is but natural that 
this should result in diversity; but on a system of 
roads like that to which all these lines belong, where a 
great proportion of the traffic is conducted by the in- 
terchange of cars, so that on each line the cars of all 
the other lines must be repaired, it would seem to be 
of the utmost importance that there should be uni- 
formity. If we classify the different journals by their 
size, it will be seen how unreasonable the differences 


are. The journals given above are as follows: 

3% Sein. 3% «6 in. 3% x 7 in. 
a4 x 258 “ Hin x 6% ** ie —_ = 
334 x6 “ 34 x7  ) cithe 
3%x6 “ 6 5:9) 334 x7 * 
Big X 5 “ Mex7 * 34 x7 
3 x 5 . 334 x 556 * 3% x 7 oe 
34 x6 “ aaxé 4 x7 

3% x6 “ ee als 4 xK7™%"* 
3% x 6 3x7 * 


It will be seen from this that there are 13 different 
sizes of journals, and consequently each one will re- 
quire a separate kind of journal-bearing in case of a 
hot box or other cause making renewal necessary. No 
two of the axles, excepting the Master Car-Builders’ 
standard, are exactly alike in the dimensions given. 
On many of the roads the axles of the dimensions 
given number by thousands. On the Illinois Central, 
for example, the whole equipment is supplied with 
axles of the standard given in the table, and doubtless 
on other roads a very large proportion of the cars and 
tenders are running on the size of axle reported. 
Now it would be manifestly absurd to expect that on 
such roads the axles now in use will be thrown away 
and new ones put into their places, and it would 
be much more absurd to expect, as some master 





car-builders and master mechanics do, that uni- 
formity will be attained by every one adopting what 
he is using. The only possible way by which uni- 
formity can be reached is by the adoption of some 
one standard by mutual agreement. After years of 
discussion, with great opposition from’ many sources, 
such agreement has been attained by the only two 
associations which are likely to take the subject up, 
and the members of which certainly should be more 
competent than any other persons to form an intelli- 
gent opinion about it. There is no probability, and 
hardly a possibility, that any other body of railroad men 
will take up the matter and consider it, much less agree 
about it, so that the question of uniformity now re- 
solves itself down to the question of adopting the Mas- 
ter Car-Builders’ standard or not adopting it. In other 


‘tic , tienes :_ | 
words, the only practical way now open to secure uni- | 


formity is for railroad companies to act in accordance 
with the recommendations of the two associations re- 
ferred to, 

A serious obstacle which now stands in the way of 
introducing the standard axle is, that the persons in 
charge of the locomotive and car departments on 
different roads do not generally feel that they have 
the authority to make as great a change from their 
ordinary practice as the use of this axle implies. To 
get over this difficulty, if the superintendents or gen- 
eral managers of the different lines would simply issue 
an order that after its date all new and reconstructed 
cars and tenders must be supplied with the standard 
axle, the object aimed at would at once be placed in 
process of accomplishment. 

When the subject comes up, those who have 
authority to decide about it are prone to consider the 


question, whether the standard axle which has been | 


adopted is the best one that is possible. To this it 
may be answered at once that the best axle is not that 
which everybody or perhaps anybody thinks is the 
best; but it is the best that you can get the people 
who must decide the matter to agree upon, 

A great deal of objection has been made to the 
weight and cost of the axle. We have therefore— 
when it was possible to do so—given the weights of 
the axles in the above table, from which comparisons 
can be made. An amusing story is told of a master 
mechanic not a thousand miles from—well, no matter 
where—who objected most strenuously to the master 
car-builders’ standard axle because it was too big and 
heavy and expensive. On investigation, it was found 
that the axle he was then using was heavier than the 
standard axle, but its material was not distributed 
‘‘where it would do the most good.” By comparing 
the weights of the Master Car-Builders’ standard, given 
in the table above, it will be seen that there is a wide 
difference. Thus,on the New York Central road it 
weighs 835, onthe Boston & Albany 340, on the Wa- 
bash 360, and on the Michigan Central 894. It will be 
seen that the tender axle used on the Western Division 


of the Boston & Albany Railroad with a 8144 x 51,-in. | 


journal weighs 345 lbs. or 10 lbs, more, and the Lake 
Shore tender axle with 814 X 7-in. journal weighs 325 
Ibs., or 10 lbs. less than the New York Central axle. The 
Chicago & Northwestern car axle, with 84, x 6-in, 
journal, weighs 311 Ibs., and the Chicago, Burlington & 
Quincy axles weigh 350 lbs. The Pensylvania freight 
axle weighs 287 lbs., and the passenger axle 317. 


worth considering. 

In the minority report on this subject made to the 
recent convention of master mechanics, it was shown 
that the ultimate transverse strength of 3144 x 6-in. 
journals, which were considered the best proportions 
twenty years ago for cars weighing, loaded, 87,500 Ibs., 
was about fourteen times that of its load, With the 
present cars, which weigh 50,000 lbs, loaded, a 3°; x 
7-in. journal has an ultimate strength of somewhat 
less than fourteen times the load, showing that in pro- 
portion to the loads carried a journal of the latter size 
now is no stronger than the 3144 x 6-in. journal was 
twenty years ago, The weight per square inch of bear- 


ing surface on the journal was, in the old car, 208 lbs. ; | 


in the present ones it is 212 lbs., thus showing that 
either the size of journal named was too large then or 
that the standard is not too Jarge now for the weights 
carried. 

There is one method of arriving at the sizeof car 
axles that to some classes of railroad men appears to 
be eminently practical and safe, but is very apt to be 
exceedingly misleading. Whenever the subject of the 


size of journal has been discussed, there have been | 


persons who objected to an increase because, they say, 
‘‘we have journals which have been worn down to 
two inches diameter, and they have not broken.” A 
stereotyped remark is: ‘‘ We never have broken jour- 
nals on our road.” But a little vigorous questioning 
usually brings out the qualifying clause of ‘hardly 


The | 
difference in weight is therefore so small as hardly to be 


285 


accused of stealing an axe, who tried to prove his inno- 
cence by a multitude of witnesses who didn’t see -him 
\steal it. Intelligent railroad men will take average 
practice as a quick method of determining the factor 
of safety of axles who would regard such a process as 
the height of absurdity if employed to determine the 
factor of safety which should be used for bridges. 
Average practice is not a safe guide for proportioning 
axles any more than it would be for proportioning an 
iron bridge. 

Of the economy in the cost of axles, journal bearings, 
etc., ifa universal standard were used, it is hardly neces- 
sary tospeak. They would then become staple articles 
of merchandise which would be produced in large 
quantities during dull times with the assurance of hav- 
ing a market in the future. 

This is impossible now because manufacturers are 
| not certain of a demand for any special size they may 
j|make, There therefore seems to be every reason for 
| adopting the Master Car-Builders’ standard axle, and 
| there is none for supposing that any other will, within 
a reasonable time, have sufficient authority to induce 
railroad companies to use it. If, therefore, we are to 
have a standard car and tender axle it must be the 
Master Car-Builders’. 
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The receipts of grain, including flour reduced to 
grain, at New York for the first four months of the 
year have been by each route, in bushels, for the past 
five years, as follows: 


1875. 1876, 1877, 1878. 1 79. 
N.Y. Cen 
tral..... 7,427,238 8,827,765 6,453,361 18,128,101 16,864,517 
Erie 5.509.722 410308 3.007386 7.624°550 10208 ONG 
Penna.... 3,174,682 2/310/277 20R5)820 41444-2590 61950.487 
Other 
| roads 326,208 370,639 112,880 466,907 601,489 
By water. $00,254 2,054,401 1,947'354 2,191)872 1.150244 
Total. ..17,328,009 18,973,480 15,196,810 82,790,869 35,875,833 


This year the total receipts are 915 per cent. greater 
than last year, 186 per cent. greater than in 1877, +9 
per cent, greater than in 1876, and 107 per cent. greater 
than in 1875. By every route except water there were 
larger receipts this year than ever before, There were 
no deliveries by canal this year, as there often has 
been in April—as there was especially last year. 

The changes in the relative rank of the routes as 
carriers of grain to New York are shown by the fol- 
lowing, giving the percentage of the total delivered by 
each route each year for the four months: 





1875. 1876. 1877. 1878 1879, 

| N. Y. Central . 42.9 46.5 42.5 47.0 
| Erie... shoals 32.33 2 a) 26.3 28.7 
| Peunsylvania,.... .. . 18.3 1:2,2 17.7 19.4 
| Other roads.... Lo 2.0 0.7 wey 
By water ..... 4.6 10.8 12.8 4.2 
WN OS vconksasa 100.0 100.0 100.0 100.0 100.0 

The New York Central & Hudson River has for 


many vears led the list of rail grain-carriers to New 
York, and though this year it has delivered a smaller 
proportion and quantity than last year, both quantity 
|and proportion are larger than in any vear previous to 
1878, The New York, Lake Erie & Western delivered 
amuch larger quantity than ever before, but a smaller 
proportion of the whole than in 1875, The Pennsyl- 
vania improved its position more than any other road, 
| Putting aside the receipts by water, the percentage 
| of the rail grain delivered at New York by each road 
| has been: 





| 1875 1876 1877. J878, 1879. 
|N. Y. Central 45.0 62.2 48.7 50.1 48.6 
| - So? chavadesd he ab 33.0 82.0 30.2 24.9 be | 
Pennsylvania............. 19,2 13.6 20.5 14.5 20.0 
ee 10 2.2 0.8 15 1.7 


| 
| This shows better the success which the several 
|roads have had in competing with each other, The 
| New York Central has a much smaller proportion of 
the whole of the rail grain than last year, and a some- 
| what smaller one than in 1876. Against the 10.5 per 
cent. which it has lost since last year, 5.5 per cent. has 
| been gained by the Pennsylvania and 4.8 by the Erie. 
The January snow blockade favored the Pennsylvania 
as against the New York roads, but the Erie gained 
\in spite of it. It suffered somewhat less from the 
| blockade than the New York Central. 
| The variations in the traffic from month to month, 
|which in a season of irregular rates like last winter 
|have a special interest, are given below for the five 
| months since navigation closed last fall: 








| December. January, February. March. April. 
N. Y. Central..3.492,546 2,530,742 4,192,787 5 1.821 4,800,168 
Erie 4 as 1,905,111 1,507,282 2,751,678 2,753,801 3,285,335 
Pennsylvania..1,915,688 1,709,394 2,538,217 1,554,498 1,357,378 
Other roads 214,178 219,212 11,132 130,140 41,005 


By water.. 866,028 171,726 399,003 214,86 266,655 


Total....8,303,551 6,138,356 9,892,817 9,085,122 9.850.538 
It is noticeable that in the three last months the 
‘total receipts have been nearly the same and very 
‘nearly 10,000,000 each month. 
blockade propably reduced that month’s receipts by 
something like 2,500,000, of which, at the rate the busi 
jness was divided for the season, the New York Cen 
tral lost about 1,600,000 and the Erie 900,000 bushel 


The January snow 


ever.” The testimony is therefore like that of the man | But it is doubtless true that the Pennsylvania d 
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ered more in January than if the blockade had not ex- 
isted, and thatthe total receipts-after January were 
increased by the reduction in receipts that month, 

Following out this table month by month, it ap- 
pears that the New York Central had its largest busi- 
ness in March, and that the New York, Lake Erie & 
Western had very much the largest in April. The 
Pennsylvania delivered most in February and least in 
April. Recently it has been carrying larger quanti- 
ties to Philadelphia than it did earlier in the year. 

The percentage of the total delivered by each route 
each month since November has been : 


December. January, February. March, April. 
N. Y. Central,........ 41.6 41.2 2.4 53.3 48.8 
Erie.... 0 e urnhewn 22.7 24.5 27.8 27.6 33.3 
Pennsylvania.... ..... 22.8 27.9 23.6 15.6 13.8 
Other roads .......... 2.6 3.6 2.2 Lé 0.4 
By water.............. 10.5 2.8 4.0 2,1 3.7 


Here we remark especially the steady increase made 
by the Erie, which, with a trifling exception, has ad- 
vanced in position every month, None of its gains 
were made at the expense of the New York Central, 
however, until April. Then, while it, in comparison 
with March, gained 5.7 per cent., the Central lost 4.6 
and the Pennsylvania 1.8 per cent. 

The opening of navigation not only brings forward 
the most formidable competitor of the railroads for 
this traflic—the Erie Canal—but it ulso gives the rail- 
roads important new connections. All three of the 
great railroads that deliver at New York have propel- 
ler lines which ply between their lake termini (Buffalo 
and Erie) and the upper lakes, and these lines bring 
them an enormous quantity of grain during the sum- 
mer—to some of them more than they get from all 
their rail connections at that season. 


The Reading’s New Leases. 





The lease of two-thirds of a line between Philadelphia 
and New York by the Philadelphia & Reading Com- 
pany, the greatest of coal producers and carriers, was 
certainly unlooked for, In many respects it is a 
rational movement. That is, it is easy to see why the 
Reading should desire a New York outlet under its 
own control. Three of the other great coal carriers 
have one, and the New York market is too important 
to be neglected by a corporation that has as much coal 
to sell as the Reading has. Of course it has not been 
shut out from this market. Not only has it steam col- 
liers, but there are railroads which, though not con- 
trolled by the Reading, are always ready to carry its 
coal to New York for it if off- red rates that leave any 
profit, Still, it is true that the control of a road is 
desirabie. In the anthracite business the compe- 
tition with rivals sometimes compels the mining 
and carriage of coal for considerable periods 
without regard to profit. ‘This is done, of 
course, with a view to preserving or extend- 
ing business for a future time when it will be profita- 
ble. But only those roads can afford to make sacri- 
fices which are sure of the business thereafter, and it 
might not suit the Pennsylvania Railroad, for in- 
stance, to help fight the Reading’s battles through a 
winter, when the traffic, after it had become profita- 
ble, might be turned over another road or sent by 
sea. 

And there being a road to New York that will con- 
veniently serve the Reading’s purpose, there is no rea- 
son in the nature of things why the two should not be 
worked together to as good advantage at least as they 
had been worked separately before, and as the Read- 
ing trattic has heretofore gone by another route, there 
should be as much gain by it as the’profit of this traf- 
fic amounts to, whatever it may be. If the Reading 
could get a road to New York for a rental no greater, 
or but little greater, than the yearly profits had been, 
it would seem to be a good bargain for it and not nec- 
essarily a bad bargain for the New York road. 

But it has not done this. In the first place it has 
not got a railroad to New York, but only one to a con- 
nection with the Central Railroad of New Jersey, one 
of its chief competitors for the supply of the New 
York market, at a point 81 miles from New York. To 
put it into position to control absolutely its coal ship- 
ments by rail to New York a combination or perma- 
nent contract with the Central of New Jersey seems 
still necessary, Inthe next place, it does not get this 
part of a New York line at a price based on what it 

has earned heretofore, but at a much higher price. 
During the two years that the two leased roads have 
been completed, their aggregate net earnings have 
been: in 1877, $629,092 ; in 1878, $692,084. Now for the 
property which has made these yearly net earnings, 
the Reading binds itself to pay (besides whatever may 
represent the interest on a large floating debt and on 
nearly half a million of ground rents and mortgages) the 
sum of $864,085 the first two years, $923,647 the next 
two and $988,209 forever thereafter. It agrees to pay 
6, 7 and, finally 8 per cent. dividends on about $6,000,- 
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000 of capital stock which has never earned any such 
dividends, while the profits of the larger and older of 
the roads have not shown any tendency to increase. 
Thus the net earnings of the North Pennsylvania and 
the Delaware & Bound Brook for several years past 
have been as follows, the North Pennsylvania’s years 
ending with Oct. 31, and the other road’s years with 
Dec. 31 of the years named: 


North Penn. Bound Brook North Penn. Bound Brook. 


1872.. ...$604, 109 1976. ; . SE.) ) Secasizans 
1873 . 545,966 | 1877 562,047 $67,045 
Te 594,738 | 1878 573,061 119,023. 
1875 512,192 


Thus the rental promised by the Reading can be 
justified only by prospects of increased profits here- 
after—by a sudden increase. A large contribution of 
coal can be depended upon from the Reading, un- 
doubtedly, if the Central of New Jersey agrees, but 
not much else. Further, the more central station of 
the Reading in the city of Philadelphia may con- 
siderably increase the passenger traffic between New 
York and Philadelphia—not that passing through 
Philadelphia. Should the Reading get running rights 
over the Junction Railroad in Philadelphia, 
then the Baltimore & Ohio might make its 
connections with New York by this route, which would 
give it a share of the Washington and Southern busi- 
ness, Which would be of decided advantage so far as 
passengers are concerned, but not much for freight. 
But it does not follow that the Baltimore & Ohio will 
use this route if it can. The Pennsylvania, though 
earnest in opposing routes which may compete with it, 
is not foolish enough to refuse to work fora rival when 
it can make anything by so doing. If the new line 
has the way made clear for it to Baltimore and Wash- 
ington, probably the Pennsylvania would not let it get 
the Baltimore & Ohio’s business away from it at rates 
which would leave any profit to speak of. 

Passenger traffic, we know, does not grow much ; 
the increase of the new line must come chiefly from 
the old one. 
the profits of the leased roads must be put on the coal 
traffic, and the profits on that fluctuate so greatly that 
it offers no safe basis for an The men best 
informed do not believe that there isany profit in the 
business at current rates. however, are 
extraordinarily low, and probably no one expects that 
they will continue. It would not be surprising if 
within a year the price at New York should be a dollar 
a ton higher. On the Reading's 
large part of the advance would go to it as miner and 


The chief dependence for an increase in 


estimate. 


These rates, 


deliveries a very 


carrier. An advance, however, would not be 
affected or in any degree influenced by the 
control of the leased roads, and should’ be 
considered in respect to them only to the de- 


gree that it would affect the profits on the coal carried 
over it. Should the Reading send 2,000,000 tons a year 
over it, there might not be a dollar of profit on the car- 
riage at half a cent a ton a mile, while at a cent a ton 
it must be remem- 
leased 


amount would justify the lease. 
bered that of the 119 the Reading’s 
coal would use only 58 miles. Whileit is reasonable to 
expect in the future on the average a larger rate of 
profit than at present is had on coal freights, it is not 
likely that as much as half a cent a ton a mile will be 
made where there is no handling. Most lines between 
the East and West have to be satisfied with half as 
great a profit on the average freight, which is very 
much more valuable and somewhat more costly to carry 
than coal. 

Whether the lease be good or bad for the Reading, it 
certainly appears good for the leased companies. It is 
not, however, so certainly good as might appear from 


miles 


its terms or as if the lessee was a stronger corpo- 
ration. ‘In these days the Reading cannot count upon 
a surplus from its own roads with which to meet any 
possible failure of the newly leased lines to pay their 
rentals. The guarantee of the Reading to pay 6 per 
cent. on Delaware & Bound Brook stock will not by 
itself make that stock worth par. 
panies do not take any risks. If the Reading cannot 
pay the rental it promises, they will get their roads 
back, and have all they ever have had heretofore— 
whatever profits their roads may be able to earn. 


But the lesser com- 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Southern Pacific.—Extended from Maricopa Wells, Ari- 
zona, eastward to Casa Grande, 26 miles. 

Denver, South Park & Pacific.—Extended from Webster, 
Col., to Kenosha Summit, 8 miles. It is of 3 ft. gauge. 

Kansas City, Emporia & Southern.—The first track 
laid from Emporia, Kan., south 5 miles. 
Track is laid from Boyce’s Station, 
Tenn., north by east to Dayton, 30 miles. 

This is a total of 68 miles of new railroad, making 562 
miles thus far in 1879, against 312 miles reported for the 
same period in 1878, and 365 in 1877. 


Cincinnati Southern, 





amile there might be $600,000 profit, and half that | 


is 
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1 e r 
THE SOUTHWESTERN Wak has takena peculiar phase, so far 
as west-bound traffic is concerned. While the Chicago roads 
| have been complaining that the trunk-lines were favoring un 

duly the St. Louis roads on the shipments through from the 
seaboard to Missouri River points, the Chicagu roads have 
been getting most of the business. It is utterly unimportant 
whether they get much or little just now, as the business 
will be divided on terms hitherto made, in the long run; 
and those that get more than their share now will get less 
hereafter, and then perhaps the rates will be better and the 
business worth something. But the St. Louis roads appear 
not to compete at all for the shipments from St. Louis west- 
ward—that is the Missouri Pacific and the St. Louis, Kansas 
City & Northern do not. They maintain a 25-cent rate, 
while the Chicago roads make a 10-cent rate from Chicago, 
and the Chicago & Alton an equally low rate from East St. 

Louis. The consequence has been that the shipments from St 
Louis have gone almost exclusively by the Chicago & Alton, 

and at times this road has had more business than it could ac- 
commodate, and the other St. Louis roads have got business 
at their 25 This would perhaps be 


2)-cent rate in consequence, 
the best policy for the latter if it could be extended to the 
whole traffic—east-bound as well as west-bound; but as the 
St. Louis roads compete actively for the east-bound business 
at 5 cents per 100 lbs., they have an abundance of empty 
cars to haul back, for which loads would seem to be desira- 
ble even at 10 cents per 100 lbs. The Chicago roads would 
have the advantage for the east-bound business if anything 
like tolerable rail rates were charged from St. Louis and 
Chicago to the East, for the grain would go preferably to 
the lake to get the low water rate; but witha rail rate of 
8% to 1014 cents per bushel for wheat from St. Louis to New 
York, to 8% to Baltimore, it is hardly worth 
while to incur elevator charges for the sake of water rates. 
When the freight once gets into a car it would 
better be sent right on to its destination. At present it costs 
as much to send a car-load of merchandise over the St. Louis 
bridge as to ship a car-load of grain from Kansas City to St 
Louis, 280 miles; and the charge for five car-loads from East 
St. Louis to St. Louis, a little more than a mile, has been ac- 
cepted for two car-loads from Chicago to New York, 912 
miles. The war rates on the roads from Chicago and St 
Louis to Missouri River points are only about as low the last 
regular rates made on east-bound traffic from the West to 
the seaboard, and are not so low as the present prevailing 
rates. They ought to be higher, of course, because there 
is not so much traffic to support the roads. There is not 
as yet the slightest sign of any lull in the contest, and it looks 
as if the Kansas traftic, which is of considerable importance to 
several roads, might be made wholly worthless for the next six 


and 7 


months, Then the people who have been hav- 
ing their wheat carried from Kansas City to St. 
Louis at 8 cents a bushel will make a_tremend- 
ous outcry if the roads attempt to establish the 


old rate of 9 or 12 cents. But at present the people and 
railroads of Kansas are likely to enjoy the war, though the 
latter may apprehend that it will not have a good effect on 
the disposition of the Kansas voters and legislators to 
have to contemplate daily fora long time the differences 
betweea the rates of the roads west and those east of 
Kansas City and the Missouri River, If, these unreasonable 
people will say, the roads carry wheat nearly 1,500 miles 
from Kansas City to New York for 1244 cents a bushel, it 
will be very generous of us to limit the roads in Kansas to 5 
cents a bushel for 200 miles, and then proceed to starve their 
roads to death, or try to, because some one else has had a 
quarrel and carried freight for less than cost. As things are 
going, a grain farm might as well be in Kansas, 1,500 miles 
from the consumers, as in the Gene ssee or Shenandoah val- 
ley, 1,100 or 1,200 miles nearer. 
ence in the price of carriage. 


Thereis not much differ- 


East-BouND RATES were probably never before so un- 
satisfactory. Itissaid that a contract has been made to 
earry 1,000,000 bushels of gruin from Chicago to New York 
at 124¢ cents per 100 lbs.—0.274 cent per ton per mile by 
the shortest route—and if this is true then probably most of 
the grain is going at that rate. This will pay for greasing 
the car wheels—if you use cheap grease. But we are used 
to low rates on grain and fourth-class freight, and though 
these are lower than have been made for any considerable 
business before, they are still not, entirely surprising. But 
in addition the rates on live stock have gone to pieces in the 
most discouraging way. 





Now this is a business which has 
continued to be profitable nearly all the time while the east- 
bound freight was fought over and made not worth fighting 
for. It was divided through “eveners,” and generally 
a 60-cent rate was had, of which the eveners got 
7\¢ cents at first, and since last summer cents. 
There trouble last summer, which settled 
in September; and most of the time since the first 
contract with the eveners was made, which was in 
April, 1875, the rates on live stock have been maintained at 
from 50 to 60 cents per 100 Ibs., though for a great part of 
| that time grain rates have been 20 cents or below. The great 
| railroad war of 1876 did not disturb live-stock rates, and 
generally when the railroads have carried other business 
without profit they have had the consolation that the live 
| stock was netting them something handsome. There has 
always been a feeling that the method of dividing the busi- 
ness, by paying a few leading cattle shippers $10 or $15a 
| car-load on the whole quantity shipped, was not fair to the 
rest of the shippers; but the railroad men have excused the 
plan by saying that it worked—that under it they have made 
| two or three times as much profit as they were able 
|to without it. But in spite of eveners, the rates 
[have now been cut, Some time ago it was dis- 


5 


was was 
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covered that some one had made a contract at a 
cut rate. A meeting of the Joint Executive Committee of 
the Eastern and Western roads was held in Cleveland, May 
8, to consider the condition of the traffic. It having been 
shown that contracts existed at reduced rates, it was de- 
cided to reduce the regular rates (60 cents from Chicago and 
65 cents per 100 Ibs. from East St. Louis to New York) to 
35 and 371¢ cents respectively, which is understood to be 
the rate of contracts. This was bad enough, but as soon as 
this reduced rate had been made the several roads seem to 
have begun to take cattle for whatever they could get, and 
it can hardly be said that there are any rates now. Through 
the new Pittsburgh & Lake Erie the Lake Shore has begun 
to compete for shipments to Pittsburgh, which is an im- 
portant live-stock point, and live stock seems to have gone 
to join the other east-bound freight as leading a occupation 
but not a support of the railroads, Now the live-stock 
earnings have been no trifle. In 1878 from Chicago 
alone about 438,000 car-loads of cattle and 58,000 
of hogs were shipped. At first there was no trouble as to 
hog shipments, which may not yet be involved, but the dif- 
ference between the old regular rate of $120 a car-load ($110 
going to the railroads) and the $70 rate made in Cleveland 
(to say nothing of the cuts below $70 now indulged in) would 
amount to about $1,700,000 in net profits in a year, and to 
about $32,700 per week, and extended to the hogs also it 
would amount to $4,000,000, Besides this there is the im- 
portant, though smaller, business from St. Louis, Cincinnati, 
ete. 


A TruNK-LINE EXECUTIVE COMMITTEE MEETING was 
held in New York last Tuesday at which it was agreed to 
make an effort to divide the east-bound business at a meet- 
ing to be held in Chicago Wednesday, June 4. After the elab- 
orate preparations made last month and agreement to 
maintain rates until an apportionment could be made, 
rates were immediately cut worse than ever and many con- 
tracts made, and there seemed to be little hope of completing 
the codperation agreement ; but Tuesday’s meeting is said 
to have found all parties anxious togo on and complete the 
arrangement, though until an actual division is made they 
do not think it practicable to maintain rates, and do not 
promise to. More and more it appears impossible to main- 
tain rates without a division of traffic, and the action of this 
meeting seems virtually a declaration that the agreed ap- 
portionment must be the first step, without which it is use- 
less to talk of regular and uniform rates. But all 
the machinery provided at the April meetings—the 
Joint Executive Committee, the limitation of the power 
to make rates each road to certain specified 
persons who shall be held responsible for every deviation, 
and the Board of Arbitrators for the settlement of differ- 
ences, and especially for fixing percentages of traffic when 
the roads cannot themselves agree as to what they shall re- 
ceive severally—all this remains, and, so far ascan be judged 
beforehand and with our present experiences of the diffi- 
culties attending such efforts at substituting codperation for 
competition, it seems well calculated to insure success. At 
the Chicago meeting the arbitrators will doubtless be on 
hand, and there apparently will be no reason why the ap- 
portionments should not be completed on the spot, or at least 
put in the way of settlement as soon as the arbitrators can 
hear and consider the arguments. 

It is probably too late to make anything out of the summer 
traffic. Rates have been low so long that it will be hard to 
advance them more than a trifle until September. But if no 
considerable gains can be made, some losses may be pre- 
vented. Aside from large contracts at 1244 cents, it is now 
reported that some grain has been taken from Chicago to 
New York for 10 cents per 100 lbs.; and then the agreement 
is not intended simply to bridge over a season, but for an in- 
definite future period. 

Another action of the Executive Committee was with re- 
gard to the rates on freight from New York to East St. Louis. 
These have been 122 per cent. of the Chicago rate. St. 
Louis people claimed that they should be but 116 per cent. 
of the Chicago rate, basing their claim on the fact that the 
distance to St. Louis by the shortest route is about 116 per 
cent. of the distance to Chicago by the shortest route. In 
rate-making, however, the distance to Chicago is 
taken as 963 miles, while the shortest line is 
but 912 miles. The Executive Committee based the differ- 
ence on the mean of two different routes to St. Louis and 
three to Chicago, of which the St. Louis distance is 19 per 
cent. the longest. Rates to East St. Louis, therefore, from 
Eastern points hereafter are to be 19 per cent. more than the 
Chicago rates. To St. Louis there is an addition of the 
“arbitrary” of 5 cents per 100 Ibs. on all classes of freight 
which goes to the bridge. The new rate is just half-way 
between the old rate and what the St. Louis interest re- 
quested. 


on 


THE TRAIN-PEDDLAR may now be expected to join with 
the committee of the New York Chamber of Commerce in 
denouncing the tyranny and oppression of President Van- 
derbilt, whose order interfering with the free exercise of his 
calling by that enterprising and persistent trader on all the 
Vanderbilt roads we published recently. But we fear that 
in this case the sympathy of the traveling community is 
with the oppressor, whose iron heel they would like to see 
placed firmly upon the necks of the whole army of those 
who take advantake of us when we areshut up in cars, where 
we can’t run away, to thrust upon our attention all sorts of 
things that we don’t want, and certainly don’t want forced 
upon us. 





LAKE AND CANAL RaTEs have been but little changed 
during the past week, most of the time the quotations having 
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been 1¢ cent less by lake and 4 more by canal—that is, 254 for 
corn, and 8 or 314 per bushel for wheat from Chicago to Buf- 
falo, and 4'¢ for corn and 4% for wheat from Buffalo to 
New York. Considering the current rail rates, it is sur- 
prising that such rates can be had, and their maintenance 
suggests that only a small proportion of the grain has been 
taken by rail at the rate of 121¢ cents, or less, that has been 
reported for some contracts. A 121¢-cent rate is only 714 
cents per bushel for wheat, and the lowest water rate so far 
reported would amount to 81{ cents for that grain. 

Telegrams received as we go to press report a further re- 
duction of the lake rates ¢ cent on Wednesday. 





The Late Asa Packer. 


Hon. Asa Packer, President of the Lehigh Valley Railroad 
Company, and a man who did more than any other single 
individual for the development of the coal and iron fields of 
Pennsylvania, died at his city residence, No. 722 Spruce 
street, at 10:20 last evening. Judge Packer contracted a 
severe cold in the fall. He was advised by his physician to 
spend the winter in the South, or at least to take a Southern 
trip, but he disregarded this advice, and three weeks ago was 


forced to take to his bed, the cold having caused 
a deterioration of the blood, which resulted in a 
loss of muscular power. His symptoms soon became 
alarming, but nearly two weeks ago the  physi- 


cians thought he had passed the crisis. He seemed to be im- 
proving until about about noon on Monday last, when he 
suffered a relapse, and for some hours his death was looked 
for momentarily. He rallied, however, on Tuesday, and 
seemed to be gaining strength until three o’clock yester- 
day morning, when he began to sink rapidly and continued 
to row weaker until, at eight o'clock, he spoke 
his last word, and from that time until his death 
he was entirely unconscious. All the chief officers 
of the Lehigh Valley Railroad had been summoned 
to his bedside, and in the presence of the officers 
the family and the physicians, the great coal king breathec 
his last. His funeral will not take place in this city, but 
some time to-day the body is to be removed to Mauch 
Chunk, and the funeral will take place from his late resi- 
dence in that town, on Tuesday, at 2 p. m. 
JUDGE PACKER's EARLY LIFE, 

Asa Packer was born at Mystic, Connecticut, Dec. 29, 1805, 
His parents were poor and his early education was confined 
to what was taughtin the rude district schools of those days. 
At the age of seventeen he started out to seek his fortune. 
Carrying over his shoulder a small bundle containing 
all his worldly possessions, a few simple articles of cloth- 
ing, the plucky lad walked the entire distance from 
his birthplace to Brooklyn, Susquehanna County, in 
this state. After weeks of weary marching he arrived 
in Brooklyn, at the house of his cousin, Edward Pack- 
er. The latter was a house carpenter, and with him 
Asa learned that trade and became a first-rate workman. 
When the time of his apprenticeship was out he went to 
New York, where he worked at his trade for a year. He 
did not like the city, however, and returned to Susquehanna 
County and settled‘ in Springville township. ‘There he 
worked at his trade and there, on the 23d of Jan, 1828, he was 
married to a poor farmer’s daughter Sarah M. Blakslee, who 
survives him, They were married according to the rites of the 
Episcopal Church, in the parlor of the little country inn, 
kept by Mrs. Barnes, the bride’s sister, at Dimock Four Cor- 
ners, Susquehanna County. The young couple spent the 
next four years in farming, having rented a farm which had 
formerly been worked by Mrs, Packer’s father, While Mr. 
Packer plowed and sowed and gathered the not over-abun- 
dant crops, Mrs. Packer milked the cows and administered 
the household affairs with cheerfulness, energy, neatness 
and economy. But the crops were poor and markets dis- 
tant, and at the end of four years they were as poor as 
when they began. In the winter of 1833, hearing that 
men were wanted to run coal boats on the Lehigh Canal, 
Mr. Packer hitched his one horse to a jumper and drove to 
Mauch Chunk, where he made an engagement for the 
summer and went home to settle up his affairs. In the 
spring he returned to Mauch Chunk, walking as far as Tunk- 
hannock, where he boarded a raft and rode to Berwick. He 
finished the rest of the journey on foot and at once became 
the commander of a canal boat. He soon afterward con- 
tracted for another boat, which he placed in charge of his 
brother-in-law, James I. Blakslee. + som tom the summer he 
moved his family to Mauch Chunk, where his home has 
since been. At the end of two years he was able to retire 
with some capital from active participation in the boating 
business, but retained an interest therein, He bought a 
small store, putting Mr. Blakslee in as manager, while he 
engaged in poor: Bao building. He was prosperous both 


in the store and the boat yard. In a_ few years 
he placed in bis store at one time a stock of 
cost him $25,000, which was unprece- 


zoods =which 
flented in that region in those days. He took large con 
tracts for building locks on the upper Lehigh, which he fin 
ished in 1839, with large profits. Mr. Packer was then 
counted a rich mar. In partnership with his brother, Rob- 
ert, in the following year, he took heavy contracts from 
Stockton & Stevens, of New Jersey, for building boats at 
Pottsville, to be constructed for the direct shipment of coal 
to New York. It tcok three years to complete these contracts. 
Mr. Packer then engaged in mining and shipping coal from 
the Nesquehoning and other mines, and thenceforward unin- 
terrupted prosperity attended him. The Delaware, Lehigh, 
Schuylkill & Susquehanna Railroad noe gee which after- 
ward became the Lehigh Valley Railcoad Company, was in- 
corporated by an act of Assembly passed April 21, 1846, 
There was much opposition to the scheme in the Legislature, 


and capitalists seemed to have but little faith in it, for it was | 


not until the 2d of August, 1847, that enough subscriptions 
to its stock could be secured for a beginning. At that time 
5,002 shares had been taken, letters patent were issued and 
the first election for officers was held in October following. 
During the next four years, however, little was done except 
some surveysand the grading of about one mile, immediately 
below Allentown. 
BUILDING A RAILROAD SINGLE-HANDED, 

On the 31st of October, 1851, Asa Packer bought nearly 
all the stock which had been subscribed, and, with a view to 
a prompt construction of the road, began to obtain addi- 
tional subscriptions. From that time forward the history 
of the Lehigh Valley Railroad and the history of Asa Packer 
are inseparably connected. Robert H. Sayre was appointed 
Chief Engineer of the railroad company, and he wy 
the survey and location of the line in June, 1852, On the 
27th of November of that year Mr. Packer took the contract 
for building the railroad from Mauch’Chunk to Easton, con- 


necting there with the New Jersey Central and 
Belvidere Delaware railroads, and thus furnishing 
outlet to its trade to New York and Philadelphia. 


Judge Packer agreed to receive as payment for this work 
the company’s stocks and bonds, and work was begun at 
once at Mauch Chunk and Easton. The name of the 
company was changed in January, 1853, and James M. 





Porter was elected President. Judge Packer prosecuted this | 
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work with great vigor, overcoming the most formidable 
obstacles in making the roadway at different points through 
the rocky bluffs. The work was greatly retarded during 
the summer of 18538, owing to the prevalence of cholera 


along th® whole line. his enterprise came near 
sweeping away Judge Packer's entire fortune. The 
public had not sutlicient faith in its success to 


make its securities sutticiently available for the contrac- 


| tor’s needs, but valuable aid was rendered by some gentie- 


men connected with the New Jerse 
the purchase of its stocks and bon 
Amboy Railroad Company loaned Judge Packer its securi- 
ties. With this assistance he was able to complete his great 
undertaking, and on June 11, 1855, the road was opened for 
vassenger trattic from South Easton to Allentown, and two 
rains ran daily until Sept. 12, when the road was opened 
for travel to Mauch Chunk. Up to this time the road was 
operated Ww Judge Packer, with rolling stock hired 
from the New Jersey Central Railroad Company. The 
road was accepted from the contractor Sept. 24. The net 
profit of the road during the first three months of its opera- 
tion was $2,781.62. The main office of the company was 
removed to this city early in 1856, and on this account 
Judge Porter declined a reélection, and on Feb, 5 William 
W. Longstreth was chosen President, but resigned in the 
following May, when J. Gillingham Fell was elected to fill 
the vacancy. r. Fell resigned in 1862, and Judge Packer 
was elected in his stead ool held the office for two years, 
when he resigned and was succeeded by Mr. Longstreth. In 
1868 Mr. Packer was again elected President, which office 
he continued to hold down to the time of his death. 
THE LEHIGH VALLEY’S EXTENSIONS, 

The great rival of the Lehigh Valley Railroad Company 
was the Lehigh Navigation Company, which had a railroad 
from White Haven to Wilkesbarre, where they connected 
with their Lehigh Canal. Judge Packer proposed to prorate 
freight ; with this company, but his proposition was refused, 
and the Lehigh Navigation Company extended their road, 
the Lehigh & Susquehanna, to E In order to get a 


Central Railroad in 
and the Camden & 


vaston, 


northern outlet the Lehigh Valley Railroad Company 
incorporated with itself the Beaver Meadow - 
road and the Penn Haven & White Haven Rail- 


road, by which it got a connection to White Haven, and 
in the same year, 1865, contracts were let for the extension 
of the road to Wilkesbarre, to which point the road was 
opened early in 1867, In 1866 Judge Packer had purchased 
for the Lehigh Valley Railroad Company a controlling in- 
terest in the North Branch Canal, extending from 
Wilkesbarre to the New York state line, a distance 
of over one. hundred miles, with a charter author- 
izing the company to change the name to the Penn- 
sylvania & New York Canal & Railroad Company, 
and to build a railroad the entire length. In Septem- 
ber, 1869, this road was opened to Waverley, its northern 
terminus, the whole distance from Wilkesbarre being 105 
miles, In 1871 the company made a perpetual lease of the 
Morris Canal & Banking Company, by which it came into 
ossession of a line of canal 102 miles long, extending from 
the terminus of the road at Phillipsburg, opposite Easton, to 
Jersey City, giving it an independent outlet for its coal trade 
to New York, Its only railroad connection at Easton to New 


York, bowever, was the New Jersey Central Rail- 
road, and the company made a lease of the Le- 
high Navigation Company’s railroad, canal and mines, 
and refused to carry freight for the Lehigh Val- 


ley Railroad at terms at which it could compete with. its 
rival. Mr. Packer, therefore, built the Easton & Amboy 
Railroad, running across New Jersey, and giving him an 
independent outlet to tidewater. This road, which was 
opened in 1876, cost $10,000,000, was paid for in cash and 
all its stocks and bonds are owned by the Lehigh Val- 
ley Railroad Company. The company has also connections 
to Geneva on the New York Central by the Geneva, Ithaca 
& Sayre Railroad, and to Erie by a third rail laid on the 
New York & Erie Railroad in 1876. Besides the connections 
mentioned the Lehigh Valley road has by merger or purchase 
obtained the control of many minor roads tapping the coal 
and iron fields of the Lehigh and Wyoming valleys. By Judge 
Packer’s foresight, sagacity and courage these great enter- 
prises were mainly brought about. He took no stock in dis- 
tant enterprises, like gold or silver mines, but confined all 
his investments to the territory traversed by his road, so that 
his mines and his railroad should mutually berefit each 
other. His wealth is estimated all the way from $10,000,000 
to $20,000,000, He owned 25 per cent, of the entire capital 
stock of the Lehigh Valley Railroad Company, besides vast 
private interests in coal and iron, 
JUDGE PACKER’S CHARACTER AND HABITS 

Judge Packer was a man of the most indomitable energy 
and untiring industry. He was always ready to take a 
walk of several miles over the ruggedest paths to view a 
piece of property which was offered for sale, He was very 
unassuming in his bearing, easily approached and on the 


| most affectionate terms with all his subordinates. In fact, 
| the Lehigh Valley Railroad Company was like a great fam- 
ily arrangement, with Judge Packer at the head. Almost 





all of the men who now occupy high places in the company 
| rose from subordinate positions. In politics Judge Packer 
| was a strict, but not an ultra, Democrat, and was on the 
| most cordial social relations with his political) opponents. 
He was one of the founders of the Farmers’ Club, an as- 
sociation of twelve gentlemen, who met at each other’s houses 
and dined once a month together on the Thursday nearest 
the full moon, Besides Mr, Packer this club was, before the 
| death of some of the members, composed of Gen, Robert 
| Patterson, John Welsh, W. H. Drayton, George Dawson 
| Coleman, J. D. Cameron, Thomas A. Scott, Samuel Felton, 
| Craig Biddle, F. A. Comly and Morton McMichael, The only 
| political office besides that of Associate Judge of Carbon 
County that Mr. Packer held was that of Congressman, to 
which he was elected in 1852 and reélected in 1854, He was 
| the Democratic candidate for Governor against Gen, Geary 
in 1869, but was declared not elected. 
THE LEHIGH UNIVERSITY. 
Judge Packer was the founder of the Lehigh University, 

which was formally opened Sept. 1, 1867. His orig- 
| inal endowment in this institution was $500,000 and a tract 
of land containing 56 acres, and he subsequently made lib 
eral donations at various times, Last year he erected there 
a magnificent library building at a cost of 870,000, which is 
dedicated to the memory of his daughter, Mrs, G, B, Lin 
derman, who died a fev years ago. This library has shelf 
capacity for 60,000 volumes, is built of stone, with gray 
stone front, trimmed with Connecticut granite. Packer Hall, 
the principal university building, is of stone, 213 feet long, 
and is a very handsome and complete edifice. Itstands ona 
gentle slope of the Lehigh Mountain range, in the midst ot 
a park of forest trees, and commands a view for 20 miles. 
Mr. Packer’s family residence was in Mauch Chunk, a very 
handsome house, standing midway up the mountain side 
overlooking the Lehigh. There was He Boned but he kept the 
splendid residence, No, 722 Spruce street, in this city, with 
a housekeeper and servants, for the accommodation of him 
self and the members of his family when in the city. Judge 
Packer himself generally spent about three days in the week 
here. 

Judge Packer and 





his venerable wife celebrated tl 
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golden wedding at their Mauch Chunk residence on the 23d 
of January, 1878. This was the test social évent that 
ever occurred in the Lehigh valley. All the children and 
grandchildren, all the principal officers and meny of the 
employés of the railroad were nt and tinguished 
uests from this city, New York, Baltimore, Allentown, 
Saston, Wilkesbarre, Pittston, Towanda, Bethlehem and 
other places. Among the guests were Rev. Samuel Marks, 
the Episcopal minister who performed the marriage cere- 
mony at Dimook Four Corners fifty years before; Mrs. 
Amos Williams, who was bridesmaid; James I, Blakslee and 
Mrs. William Baker, the two latter brother and sister of 
Mrs. Packer, believed to be the only yg witnesses of the 
wedding at Mrs. Barnes’ public house. No presents were 
permitted at the golden wedding, except from the sons and 
daughters, who gave Judge P: ra gold watch of antique 
pattern and Mrs. Packer a pair of spectacles and a watch 
chain. Judge Packer’s residence and that of his son H. E, 
Packer, adjoining, were filled with a brilliant throng, and 
the festivities were kept up until alate hour. There were 
no formal ceremonies, but a poem by Professor Henry Cop- 
pee, LL. D., and several other poetical tributes were read, 
as well as letters from John Welsh, Abram 8. Hewitt, Wil- 
liam Elweil, Bishop de Schweinitz, John C. Bullitt, Bishop 
Stevens and many others. Mr, Packer leaves two sons, Rob- 
ert A. Packer and Harry E Packer, both holding important 
oftices in the service of the company, and one unmarried 
daughter,—Philadelphia Times, May is. 


Seneral QMailroad Vews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Concord, annual meeting, in White’s Opera House, Con- 
cord, N, H., May 27, at 11 a. m. 

Northern (New Hampshire), annual meeting, in Phoenix 
Hall, Concord, N, H., Ma 29, at ll a. m. 

‘ort Wayne, Muncie ‘é Cincinnati, annual meeting, in 

Fort Wayne, Ind., June 4. 

Keokuk & Des Moines, annual meeting, at the office in 
Keokuk, la., June 4, at noon, 


Railroad Conventions. 


The Railroad Commissioners of the various states will 
hold their third annual convention at Saratoga Springs, 
N. Y., June 10, 

The Master Car-Builders’ Association will hold its annual 
convention at the Grand Pacific Hotel, in Chicago, begin- 
ning on Tuesday, June 10, 

The American Society of Civil Engineers will hold its 
eleventh annual convention in Cleveland, O., beginning 


June 17. 
Mail Service Extensions. 


Mail service has been ordered on railroad lines as fol- 
lows: 

Kast Line & Red River, service extended from Winnsboro, 
Tex., to Sulphur Springs, 22.91 miles, 

Chicago, Burlington & Quincey, Creston & Northern 
Branch, service extended from Greenfield, Ia., to Fontanelle, 
6.80 miles, 

Foreclosure Sales. 


The St. Paul & Pacifie Branch Line was sold in St. Paul, 
Minn., May 7, under the decree of foreclosure granted by 
the United States Circuit Court. The sale included the line 
from St. Paul, Minn., to Watab, about 78 miles. Bought 
by J. 8. Barnes, of New York, for $200,000, for account of 
the parties who now own a controlling interest in the bonds. 


Railroad Commissioners’ Convention, 


The Executive Committee, Messrs. Briggs, of Massachu- 
setts, Bell, of Obio, and Harding, of Missouri, give notice 
that the third general convention of the Railroad Commis- 
sioners of the various states will be held at Saratoga Springs, 
N. Y., beginning June 10, at noon. 


Southern Railway & Steamship Association. 


A meeting of the Committee on Rates was held in Atlanta 
Ga., May l2and 13. Mr, Virgil Powers, General Commis- 
sioner, presided at the meeting, by Mr. Charles A. 
Sindall, Secretary of the Association, The members of the 
committee who were in attendance upon the meeting were 

-V. Powers, chairman ; R, A. Anderson, E. R. Dorsey, Geo. 
R. Knox, E. B. Stahlman, C. H. Crosley, of the Green Line, 
Wm. Plummer, B, D, Hasell, Sol. Haas and A, Pope, of the 
Rastern lines. The meeting was called for the purpose of 
makiag changes in rates of freight and to regulate rates and 
secure uniformity as far as possible, It is understood that 
the committee completed its work, but the results have not 
been made public as yet. 


ELECTIONS AND APPOINTMENTS. 

Atchison, Topeka & Santa -Fe.—At the annual meeting in 
Topeka, Kan., May 15, the following directors were chosen: 
L. Severy, Reading, Kan.; C. K, Holiday, Topeka, Kan. ; B. 
Fl, Stringfellow, Atchison, Kan.; Sidney A. Kent, Chicago; 
Thomas Nickerson, —_ Nickerson, Isaac T. Burr, Alden 
Speare, C. J. Paine, B. P. Cheney, C. W. Pierce, George O. 
Shat tuck, George A. Gardner, Boston. The new directors 
are Mossrs. Shattuck and Gardner, who succeed F. H. Pea- 
body and Thomas Sherlock. The board reélected Thomas 
Nickerson President; Wm. Strong, Vice-President and 
General Manager; Edward Wilder, retary and Treas- 
urer; George L, Goodwin, Assistant Secretary and Assistant 
Treasurer. 


Atchison, Topeka & Santa Fe Leased Lines.—The elec- 
tions of the more important leased lines are given under 
their proper headings elsewhere; the minor leased and con- 
trolled companies held their meetings last week, when the 
following officers were chosen: Cowley, Sumner & Ft. 
Smith.—President, C,. C, Burr; Vice-President and General 
Manager, Wm. B, Strong; Secretary and Assistant Treas- 
urer, 5. Wilder; Treasurer and Assistant Secretary, G. L. 
Goodwin. Lik & Chautauqua,—President, R. Burns; Vice- 
President and General Manager, Wm, B. Strong; Secretary 
and Assistant Treasurer, E. Wilder; Treasurer and Assistant 
Secretary, G. L. Goodwin. Kansas City, Topeka & West- 
ern. —President, Thomas Nickerson; Secretary and Assist- 
ant Treasurer, E. Wilder; Treasurer and Assistant Secre- 
tary, G. L. Goodwin, Marion & McPherson.—President, 
G. ©. Lord; Vice-President and General Manager, Wm. B. 
Strong; Secretary and Assistant Treasurer, E. Wilder; 
Treasurer and Assistant Secretary, G. L. Goodwin. Pleas- 
ant Hill & De Soto,—President, G. B. Wilbur; Secretary 
and Treasurer, G. L. Goodwin. Wichita & Southwestern. 
—President, Isaac T. Burr; Secretary and Treasurer, 
G. L. Goodwin. Arkansas Valley Town Co.—President, 
Alden Bpoerms Secretary and Treasurer, G. L. Goodwin. 
Topeka Hquipment Co,—President, G. C. Lord; Secretary 
and Treasurer, G. L, Goodwin: Assistant Secretary and 
Assistant Treasurer, E. Wilder. Florence, Eldorado & 
Walnut Valtley.—President, Alden Speare; Vice-President, 
T. 4. Murdock; Secretary, AL. Redden; Treasurer, G. L 
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Atlantic & Great} 


Western 


Atlantic, Mis. &| 
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& Northern....| 
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in Nebraska. ..| 
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St. Louis . 
Indianapolis 

Vincennes 
Int. & uit. No.... 
Jeffersonville, 

Madison & In 

dianapolis .... 
Kan, City, St. Jo. 

& Coun, Bluffs 
Kansas Pacific 
Lake Shore. 

Mich, So.. 
Leaven worth, 

Lawr'ce & Gal. 
Little Miami .... 
Maine Central. . 
Marg. Hought'n 

& Ontonagon 
Memphis, Padu 

cah & No.... 
Mich. Central.. 
Mis., Kan, & Tex. 
Mobile & Mont 

gomery 
Montpelier & 

Wells River 
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Pittsburgh, Cin. 
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Pittsburgh, Ft. 
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St. Louis, Kan.| 
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RAILROAD EARNINGS AND NET EARNINGS, YEAR 1878. 


Mileage. 


| 1878. | 1877. 


| 
250 
149) 
808 


472) 
146) 
| 
67) 
191) 
378) 
2,003) 
233} 
678 


1,656) 
| 


29,835) _ 


640 


» 9} 





259 
149 
739 
615 


428 
02 


63 
383 


472 
146 
67 
191 
378 
1,907 
23 
678 


1,620 








1,533,650 
3,610,224 


13,979,766 
439,604 
1,223,601 
1,440,661 
566,452 
186,324 
6,872,004 
2,981,682 
680,183 


73,512 
2,710,117 
1,631,681 
25,441 
483,824 
159,251) 
344,920 
3,723,457) 
18,194! 
2,799,587) 


648,116 


20,317,140 


2,921,061 
3,176,371 
7,830,109 
526,701 
135,969 
641,391 
4,514,321 


3,324,496 
1,186,921 


604,186 


387,544 
643,081 
102,017) 





4,998,372 
303,412 


1,218,117 
541,678 


129,581 


102,316 


29,195] 221,897,085 


8,651,355 
41 





1,423,791 
3.234.734 


13,505,159 


410,337 
1,299,080 
1,654,237 


675,732 


189,584 
6,561,435 
3,197,322 


666,037 


77,153 


3.368.441 
1,749,209 


23,993 
428,701 
168,596 
393,806 

4,070,388 

15,520 


1,856,600 
685,374 


18,983,456! 
3,172,993) 

| 

3,097,962) 


| 
6,928,856) 
687,072} 

| 


| 
518,886) 


129,019 


4,500,423) 


3,147,174) 
1,099,503) 


544,965) 


| 
342,938) 
689,085) 
102,734! 
27,623) 
12,948,477} 
8,960,697) 
4,585,914 
342,737} 





1,005,518) 


595,025 





135,934 
49,477 


213,245,730 











Gross EARNINGS. 
Total. Per mile. 
1878 1877. 1873. | 1877 
3 $ $ 
1,910,222 2,492,080 7,375 9,622 
449,207 411,115; 3,015 2,759 
3,950,868 2,679,107' 4,893 3,628 
3,748,207 3,973,299 7,279| 7,721 
1,715,458 1,776,018 4,015) 4,156 
639,097 646,323) 6,947 7,025 
75,703 57,334 1,211 918 
1,527,667 1,249,881 5,553) 3,263 
1,909,518 1,368.502 4,046) 2,899 
231.889 242,490, 1.588) 1,661 
399,061 477,483, 5,956) 7,127 
755,658 732,542 3,967 3,848 
5,589,526 5,753,414 14,787 15,221 
17,607,451, 16,471,144 8,413 37 
84,487 77,167, 3,706) 3,385 
4,671,519 4,464,343 6,982) 6,586 
14,119,665} 12,530,876 8,526) 7,733 
451,479 482,038 1,946 2,078 
| 
8,451,768 8,114,894 5,492, 5,784 
! 
340,397) 366,774, 2,204 2,472 
3,528,714) 3,434,356) 7,484| 7.284 
382,608) 388,896, 2,438 2,478 
2,474,634 2,392,326) 10,974) 10,609 
3,433,665] 3,396,256) 5,915 5,851 
871,553 828,900 8,716 9,313 
517,871 330,822) 4,176) 2,988 
234,300 206,542) 3,841) 3,370 
270,570 238,467, 8,813! 7,768 
2,829,570 2,835,020, 5,995 6,006 
43,285 45,310, 2'164 2,266 
211,628 148,434; 2433) 1,706 
970,033 788,560 6,187 4,333 
206,855 201,811; 2/177 2,119 
541,515 573.192 6.685 7,138 
1,081,148 997,966! 3,807, 3,517 
51,304 51,397) 1,832 1,836 
495,400 454,305} 9,909) 9,086] 
2,045,450 1,931,365] 6,997 6,606 
240,041 261,410} 4,051 4,412 
7,140,208 6,683,322) 5,685 6,034! 
| 
1,347,247 1,385,875) 5,046! 5,340 
282,558 264,445) 2,415 2,260 
1,636,585 1,560,466 3,413 3,267 
1,150,014 1,176,175, 6,111) 5,227 


6,086 
5,364 


11,877 11,484 


2,338) 2,183 
6,247 6,616 
4,058) 4,570 


0,365 7,592 


1,620 1,649 
8,550 8,164 
3,794 4,068 
3,800 3,721 
1,935 2,030 
19,782 24,587 
4,975 5,070 
707 605 
5,692 5,044 
4,304 4,557 
1,982 2,263 
11,422 12,486 
1,819 52 
7,234 4,797 
3,241 3,427 
19,258 17,904 
10,143) 11,017 
15,834 15,043 
16,731 14,805 
4,282 5,586 
4,532 4.301 
2,826 2,286 
6,595 6,575 
6,279 5,944 
3,353 3,106 
4,952 4,407 
2,618 2,317) 
$3,553 4,053) 
2.915 2,935 
783 891 
12,502 12,477 
19,131 20,412 
TAT 6,764 
15, ai 18,039 
3,929) 3,244 
4,232) 4,645 
2,025) 2,124 
2,006) 1'269 


7,437| 7,304 
3 ai 








Per cent, of 
expenses, 
1878, | 1877. 
52.06) 54.05 
78.71| 79.61 
51.67| 54.47 
79.38| 75.61 
69.42) 73.11 
85.48} 82.70 
58.30} 57.02| 
70.53) 66.93 
31,38) 33,75) 
90.49| 102.13 
69,64 62.92 
76.16| 71.39 
58.80) 56.81 
50.18) 47.20 
49.59 45.05 
53.80) 5279 
55.75| 58.33 
102.47; 129.16 
56.70! 55.95 
93.45) 92.04 
79.94 85,59 
93.45| 78.99 
52.77| 63.99 
88.02) 86.59 
56.84 
63.85 
51.75 
56.01| 71.89 
57.20| 61.17 
85.51| 78.31 
64.07| 87.61 
61.63) 64.08 
67.16) 73.43 
78.98) 61.82 
59.92 58.14 
95.78) 91.28 
62.75| 60.67 
59.96) 58.81 
52.10| 46.53 
43.24, 46.72 
76.61| 76.83 
98.09) 109.27 
65.05) 70.12 
| 
63.22| 50.77 
70.78) 68.76 
59.57) 58.36 
| 
60.70) 66.37 
84.00) 64.80) 
77.51 75.13 
58.35| 60.66 
47.22) 48.77 
66.11 
68.71 
63.64! 
66,28) 
72.99| 64.11 
71.13| 63.71 
64.63) 59.84! 
59.04) 54.11 
74.70| 81.40 
96.68] 100.00 
94.11) 85.60 
69.95, 67.46 
64.54| 57.45 
68.15) 68.85 
63.34) 55.10 
53.75| 56.63) 
70.00| 64.60 
62.64| 65.30 
52.88| 58,66 
64.96) 62.28) 
61.52] 70.47 
90.51) 90.24 
56.89! 52.63! 
59.47| 60.25 
76.12| 77.34 
60.14, 61,90) 
67.99| 66.32 
'51.78| 57.16 
70.69 65.41 
98.33! 77.04 
40.98) 42.88) 
65.50! 469.50 
69.52| 72.61 
39.69) 34.72 
65.93! 69.30) 
62.53! 65.78] 
113.78 9.82! 
46.86 44.41 
59.28 60.47) 


Net EARNINGS. 














Total. 

1878. 1877, 

3 $ 
915,727, 1,144,971 
95,646 83,917 
1,909,398 1,229,656 
772,349 968,917 
525,806 477,600 
92.911 111,789 
31,399 24,835 
450,024 413,284 
1,310,577, 906,976 
21/951 *5,167 
121,213 177,042 
180.081 209,579 
2,302,769| 2,484,846 
8,771,696| 8,696,726 
42°588| ' 42'408 
2,156,385| 2,107,337 
6,247,750] 5,221,167 
*11,187| 140,498 
3,659,454| 3,574,461 
22,310 25,886 
707,880 488,779 
64,971 81,725 
1,168,580 1,100,664 
455,340 
357,756 
119/603 
99,651 
119,023 67,045 
1,210,926} 1,100,853 
6,262 9,996 
75,806 | 18,766) 
372,198) 282,946 
67,842! 53,723 
157,602| 220.846 

| 

433,370) 416,680 
2,168] 4,480) 
184,595) 178,680 
$18,809 795,479 
115,008 139.790 
4,052,773) 3,560,877 
313,904 321,205 
5,349} #24472 


571,985 


422,988 


448,059! 
1,459,464 


| 
5,493,166 


209,181 
38,324 
2,504,855 
678,943 
258,390 


19,862 
782,328 


576,975 


10,421 
122,406 


466,248 


497,232 
444,606 
1,367,777 
4,541,193 
144,366 
322°337 


650,699 
346,063 
63,971 


2,052,953 
1,162,389 
224,561 


27,664 
1,222,507 
702, 


587 


11,006 
79,676 





‘ ,44 ‘ 
891,467 
237,665 


9,396,037 
876,112 


1,186,764 
3,689, 196 
184,562 
52,299 
61,182 
1,945,956 


1,347,500 
283,331 


240,938 


123,740 
311,152 
29,914 

2) 
1,523,4 
183,138 


367) 
744,686 
895 


5,592 





415,117 
202,985 


*18,326 
54,198 


90,366,363| 


6,068,437 
> 


72 





1,324,463 
6,616) 


578,123 


302,827 





1,075,049) 
2,864,458 
259,164 
38,109 


50,525 
2,131,902 


1,250,773 
249,407 


207,632} 
115,470 





311,025 
203,505) 


9.220| 


27,240| 





Per mile. 
1878. | 1877. 
$ $ 
3,536 4,421 
642 563 
2,365; 1,665 
1,501) 1,883 
1,22 1,116 
1,010; 1,215 
502 398 
1,047' 1,079 
2,777 1,922 
bats wie 
1,809 2.642 
945 1.100 
6,092 6,574 
4,191 4,560 
1,868 1,860 
3,181, 3,109 
3,773 3,222 
2,378 2.548 
150 174 
1,501 1,037 
521 414 
5,182 4,925 
709 784 
3,911 4,020 
1,792 1,080 
1,861 1,633 
3,877 2.184 
2,566 2.333 
313 500 
871 216 
1,990 1.555 
715 56h 
1,946 2.726 
1,526 1,468 
77 160 
3,692 98574 
2,801 2721 
1,941 
3,227 
1,176 1,203 
46 eee neee 
1,102 ROS 
1,876 2,210 
1,878 1.765 
2,169 2,03 
est 3,862 
842) 768 
1,405) 1,646 
1,690) 1,833 
3. we 3,888 
333) 556 
3,117) 2.554 
864) 1.479 
1,444| 1,255 
523} 728 
5,710) 8,923 
1,653) 2,036 
| 
289/ 319 
1,440 938 
OR 
116 319 
3,432) 4,063 
745) 661 
| 
2,304) 1,404 
1,188) 1,514 
8,906} 7,803 
4,042) 3,901 
5,916 5,359 
7,883) 6,121 
1,501! 2,107 
1,743) 1,270 
270 2236 
2,843) 3.115 
2,545, 2,262 
800 705 
1,975) 1,702 
836) 780 
1,719| 1,743 
855) 1,010 
2 205 
7,433) 7,098 
6,596} 6,226 
2,247| 1,853 
9,639) 11)770 
1,339} 1,003 
1,586) 1,589 
Ro eP: 144 
1,060) 698 


! — 


84,297,926| 3,029| 2,887 
142 
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Goodwin. Kansas City, Emporia & Southern.—President, 
Warren Sawyer; Vice-President, Wm. B. Strong: Secre' 
and Assistant Treasurer, E. Wilder; Treasurer and 

ant Secretary, G. L: Goodwin. 


Brownsville & New Haven.—At the annual meeting in 
Brownsville, Pa., recently, the following were chosen: 
ident, Charles Donnelly; Directors, D. Kline, A. L. McFar- 
land, W. H. Markle, A. N. Tintman, G. W. Wilson; Secre- 
tary and Treasurer, W. McCullough. 


Cheshire. —At the annual meeting in Keene, N. H., May 
14, the following directors were chosen: Samuel Gould, John 
B. Meer, Ephraim Murdock, Jr., Wm. A. Russell, Edward 
C. Thayer, George F. Williams, James H. Williams. The 
board elected Wm. A. Russell, President. 


Chicago & Blue Island Elevated.—The following are the 
officers of this new company: G. W. Waite, President. Nor- 
man B. Rexford, Vice-President; D. W. Horne, ery 
> B. Sammons, Treasurer; Charles W. Dean, Finan 

gent. 


Cincinnati, Mt. Airy, Venice & Liberty.—This oumpteny 
was organized May 10 by the election of the peewee - 
rectors: John Chadwick, George W. Dick, Charles R. Has- 
kins, Herman Levi, Anthony Shouter, John P, Waterhouse, 
John D. Watson. The board elected John P. Waterhouse, 
President; Anthony Shouter, Vice-President; Charles R. 
Haskins, Secretary ; Herman Levi, Treasurer. 


Council Bluffs & St. Lowis.—At the annual meeting in 
Council Bluffs, Ia., May 13, the following directors were 
chosen : D. H. Solomon, Council Bluffs ; J. F. How, John 
Jackson, B. W. Lewis, Jr., John R. Lionberger, Wm. Spear, 
St. Louis. The company is building the Iowa end of the St. 
Louis, Kansas City & Northern’s new line to Council Bluffs. 


Denison & Pacific.—Mr. L. 8. Hamilton has been appoint- 
ed Superintendent of Transportation, and as such will, from 
and after May 1, have charge of the movement of all trains, 
also of the track, bridges, buildings, and telegraph office at 
Denison, Texas. 


Detroit & Bay City.—At the annual meeting in Detroit, 
Mich., May 15, the following directors were chosen: Ashley 
Pond, Detroit; Wm. L. Scott, Erie, Pa.; Percy R. Pyne, 
R. G. Rolston, Samuel Sloan, Moses Ta lor, Augustus 
saa William K. Vanderbilt, Cornelius Vanderbilt, New 

ork. 


Georgia.—At the annual convention in Augusta, Ga., May 
14, the following were chosen: President, E. P. Alexander; 
Directors, J. W. Davies, Jas. 8. Hamilton, Stevens ‘Thomas, 
M. P. Stovall, George T. Jackson, L. M. Hill, Josiah Sibley, 
H. D. McDaniel, George Hillyer, John Davison, William M. 
Reese, Charles H. Phinizy, John H. James, Joel A. Billups, 
N. L. Hutchins, H. H. Hickman. The board reélected Col. 
8S. K. Johnson Superintendent. 


Hanover Junction, Hanover & Gettysburg.—At the annual 
meeting in Hanover, May 12, the following were chosen : 
President, A. W. Eichelberger, Hanover, Pa. ; Directors, 
Jacob Forney, Peter Flickinger, Wm. Grumbine, Stephen 
Keefer, John Nyman, R. M. Wirt Reuben Young, Hariover, 
Pa. ; Matthew Eichelberger, David Wills, Gettysburg, Pa. ; 
Wm. Buehler, Baltimore. 


Iowa Northern Central.—At the annual meeting in Iowa 
City, Ia., May 7, the following directors were chosen : Julius 
G. emai y Le Grand Byington, M. T. Close, Charles Lewis, 
Benjamin Owen, J. T. Turner, of Johnson a 
Jesse Boyd, J, F. Brown, J. K. Marbourg, of Wash 
County, Ia. 


La Crosse & Omaha.—This company has been organized at 
La Crosse, Wis., with the following officers: President, C. L. 
Coleman; Vice-President, Alexander McMillan; Secretary, 
Ellis B. Usher; Treasurer, John 8. Medary. 


LaFayette, Bloomington & Muncie.—Mr. W. 8. Weed has 
been appointed General Freight Agent, with office in La- 
Fayette, Ind. He has been for some time connected with the 
Canada Southern, 


, Ia. ; 
ngton, 


Manchester & Keene.—At the annual meeting in Keene, 
N. H., May 15, the following directors were chosen: Simeon 
G. Griffin, George R. Twitchell, Keene, N. H.; Gilbert Wad- 
leigh, Milford, N. H.; Edward P. Emerson, Dana Sargent, 
J. Sawyer, Jr., Theodore H. Wood, Nashua, N. H.; a B. 
Harris, Springfield, Mass.; John H. Buttrick, Lowell, Mass, ; 
Josiah G. Graves, Scituate, Mass.; Henry M. Clarke, Bos- 
ton. The board elected Theodore H. Wood, President; John 
H. Buttrick, Treasurer; Thomas E. Hatch, Clark and Assist- 
ant Treasurer. 


Mankato & St. Cloud.—At a meeting held in Mankato, 
Minn., May 13, the following officers were chosen: W. T. 
Bonniwell, President; J. A. Willard, Vice-President; Gen. 
James H. Baker, Secretary; N.B. Clark, Assistant Secretary. 


Master Mechanics’ Association.—At the convention in 
Cincinnati last week the old officers were reélected for 
another year, as follows ;: President, N. E. Chapman, Cleve- 
land, O.; First Vice-President, Reuben Wells, Jeffersonville, 
Ind. ; Second Vice-President, J. N. Lauder, Concord, N. H.; 
Secretary, J. H. Setchel, Cincinnati; Treasurer, 8. J. Hayes, 
Chicago. 


Missouri, Kansas & Texas,—Atthe annual meeting in 
Parsons, Kan., May 21, the following directors were chosen: 
C. H. Pratt, Humboldt, Kan.; B. P. McDonald, Ft. Scott, 
Kan.; E. D. Barbour, Sharon, Mass.; Moses Williams, 
Brookline, Mass.; D. Clark, J. M. Forbes, George C. Crocker, 
John M. Lyman, I. M. Sargent, Boston; J. T. Agnew, Geo. 
C. Clark, B. P. McCready, New York. 


Montgomery & Eufaula.—Mr, W. G. Raoul has been ap- 
pointed General Superintendent, with office at Macon, Ga., 
and Edward McIntyre Treasurer, with office at Savannah, 
Ga. The offices of General Freight Agent, General Ticket 
Agent, General Passenger Agent and Master of Transporta- 
tion are abolished, and all communications will be sent to 
the General Superintendent, 


New Mexico & Southern Pacific.—At the annual meeting 
in Cliftun, N. M., May 8, the followin rs were 
chosen: W. W. Griffin, J. L. Johnson, Stiguel A. Otero, 
Henry L. Wade, Santa Fe; Thomas Sherlock, Cincinnati; IL. 
T. Burr, John T. Morse, Jr., Joseph Nickerson, ‘Thomas 
Nickerson, Charles J. Paine, George B. Wilbur, Boston. The 
board elected Thomas Nickerson, President; M. A. Otero 
Vice-President; Wm. B. Strong, General Manager; Jeffer- 
son Reynolds, Secretary; George L. Goodwin, Treasurer. 
The road is controlled by the Atchison, Topeka & Santa Fe. 


New York Elevated.—Mr. Caleb Wright has been ap- 
pointed Supervisor of Track. He was recently on the Penn- 
sylvania road. 


Pekin, Lincoln & Decatur.—At the ann 
Pekin, Ill, May 13, the three directors a oe 
pired were reélected, as follows: H. W. Hip K. Har- 
wood, E. Richards. The board reélected C. zs. 
President; R. B. Latham, Vice-President; R. A. Bunker. 
Secretary and Treasurer. 


Pennsylvania.—Mr. David E. Dale has been appointed 
Road Supervisor of the Amboy Division, in place of Caleb 
Wright, who has gone to the New York Elevated road. 


Pittsburgh, Fort Wayne & Chicago.—At the annual meet- 
ing in Pittsburgh, May 21, the three directors whose terms 
then expired were reé as follows: 8S. B. Harrison, Hon. 
John Sherman, Thomas A. 


Pueblo & Arkansas Valley.—At the annual meeting in 
Pueblo, Col., May 10, the following directors were chosen: 
O. H. P. Baxter, James C. Collum, M. D. Thatcher, Pueblo, 
Col.; Wm. B. Strong, Topeka, Kan. ; W. J. Rotch, New 

lford, Mass.; B. P. Cheney, Joseph Nickerson, Thomas 
ickerson, L. M nt, Boston. The board elected Jo- 
seph Nickerson, President; M. D. Thatcher, Secretary and 
Treasurer; 8. W. Reynolds, Assistant Secretary and st- 
phe + The road is leased to the Atchison, Topeka 
Fanta Fe 


St. Joseph Bridge Co.—Messrs. H. R. W. Hartwig, W. B. 
Johnson, O. M. Spencer and W. M. Wyeth have been chosen 
directors, in piace of C. H. Nash, B. Patton, J. J. Tracy and 
E. Wenz, res . 


St. Lowis, Kansas & Arizona,—Mr, 8. T. Emerson has 
been appointed Chief Engineer. 


St. Louis & San Francisco.—At a meeting of the board of 
directors held May 18, Mr. C. W. Rogers was elected Gen- 
eral Manager. his is a new office on this road. Mr. 
Rogers has been General Superintendent. 


Seaboard & Roanoke,—At the annual meeting in ‘Norfolk, 
Va., recently, the following were chosen : President, John 
M. Robinson, Baltimore ; Directors, David A. Barnes, 
Richard Dickson, Norfolk ; R. G. Hoffman, Enoch Pratt, 
Baliimore ; Nulbro Frazier, Moncure Robinson, Philadel- 
phia. 

Toledo, “nn Arbor & Northeastern.—The officers of this 
new compa y are: President, J. J. Green; Secretary, L. W 
Stanton: ‘!reasurer, J. D. Norton; Attorney, J. Teneyck. 


United States Rolling Stock Co.—As already announced, 
Mr. A. Hegewisch, heretofore General Manager and Secre- 
tary, has been elected President and General Manager. Mr. 
D. M. Monjo, heretofore Treasurer, has been elected Treas- 
urer and Sccretary. 


Wabash.—Mr. Wm. Wilson has been appointed Master 

Mechanic of the Eastern Division, in place of Chauncey 
Morris resigned. Mr. Wilson has been for many years on 
the Chicago, Burlington & Quincy. 
West Chicago Elevated.—This new company has elected 
the following officers: Brian Philpot, President; Henry L. 
Dietrich, Vice-President; Walter M. Jackson, Secretary; 
Charles W. Weston, Treasurer; J. W. Bennett, Attorney; 
George W. Waite, Engineer. 


PERSONAL. 


—Mr. A. G. Clark, a prominent citizen of Manchester, Vt., 
died in that town May 11, after a long illness. He was at 
one time President of the old Western Vermont Railroad 
Company, afterward part of the Harlem Extension Com- 
pany. 

—Mr. J. V. Patten, Superintendent of the Emlenton, 
Shippenville & Clarion. road, has resigned, on account of 
the consolidation of management with the Foxburg, St. 
Petersburg & Clarion. 


—Mr. Wm. H. Vanderbilt, with his son George, sailed 
from New York for Europe in the Helvetia, May 17. Com- 
modore C, K. Garrison was a passenger on the same ship. 

—It is reported that Mr. L. Williams has resigned his 
position as General Superintendent of the Cincinnati, Hamil- 
ton & Dayton road, 


—Mr. Charles Howard has resigned his position as General 
Superintendent of the Cincinnati, Sandusky & Cleveland 
‘road, to take effect July 1. 


—At the recent annual meting of the Atchison, Topeka & 
Santa Fe Company, Mr. F. H. Peabody having deciined a 
reélection on account of his absence in Europe, the following 
resolutions were adopted unanimously : 

“ Resolved, That recognizin and remembering as we do 
the efficient aid given this rc by our associate, F, H. Pea- 
body, by counsel, influence and generous financial support, 
at the most critical period of its existence, when its prospects 
were dim, its credit poor and its valuable land grant de- 

nded upon its inumediate extension, it is with deep regret 

hat we receive his declination of a reélection. 

* Resolved, That we tender him our most hearty thanks for 
his endeavors to promote union and harmony in our board, 
for his devotion and energy in furthering the best interests 
of the road and’ for his uniform courtesy, uprightness and 
ability during bis seven years’ service as Vice-President and 
director. 

** Resolved, That these resolutions be spread upon the 
records of the company, and a copy be sent him by the Sec- 
retary.” 

—The stockholders of the Atchison, Topeka & Santa Fe 
Company at their recent annual mecting unanimously adop- 
ted the following resolutions: 

Whereas, The general management of the Atchison, To- 
veka & Santa Fe Railroad and its several branches and 
eased lines in Colorado and New Mexico, has for the past 
year devulved upon William B, Strong, wt 

And Whereas, Th addition to the many ordinary and arduous 
duties resting upon him as General Manager, he has had 
charge and control of many important le questions, in- 
volving vita] rights of the company in Colorado, and also 
matters of grave interest seriously affecting the rights of the 
company before the Legislature of the state of Kansas; 

Now, Therefore, as a fit and well deserved tribute to him 
for his ability, energy and faithfulness as a_ railroad 
manager, and as a full indorsement of his conduct as such 
manager. 

Be it Resolved, That this company has full faith in the 
ability, energy and capability of William B, Strong, and it 
fully indorses and ao. his course and peer, in the 
general management of the business committed to his care 
and of which he has had charge, and for which he is entitlec 
to and deserves to have, and is hereby tendered the thanks 
of the company. 

Resolved further, That the Secretary of this company is 
directed to present him with a certified copy of these reso- 
lutions. 

—Mr. William H. Conmett, of Newark, N. J., who was at 
one time for two years Treasurer of the Morris & Essex Rail- 
road Company, was killed in Rosita, Col., May 19, in a quar- 
rel with some parties who had ind him to go to Colorado 
to start a bank in the Leadville mining region. 

—Hon. Asa Packer, President and chief owner of the 
mes 2 Valley Railroad, died in Philadelphia, May 17, and 
was buried in Mauch Chunk, Pa., May 20. An extended 





stood that he has made 





}¢ 
| weeks. 
obituary of him will be found elsewhere. It is under- | 
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the management of the road, and it is not likely that his 

death will cause any change inthe policy of the company. 

—Mr. C. B. Wright has offered his resignation as President 

of the Northern ifie Col y. He is suffering from a 

thosight. the eyes, which will require an operation to save 
© t. 


TRAFFIC AND EARNINGS. 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending March 31: 
1878-79. 1877-78. Inc.or Dec. P.c¢ 
. $38,168 


Concord..........2+0+ $733,004 $771,172 D. : 4.9 
Net earnings........ 318,847 340,454 D. 21,607 6.3 
Year ending April 30: 

Detroit & Bay City... $388,885 $358,394 I. $30,401 8.5 
Net earnings........ 94,906 4.719 I. 10277 12.1 
Six months ending March 31: 

Cheshire.,.........+.. $185,849 227,622 D. $41,775 18.4 


Four months ending “se ” : 


79. 1878. 
Cairo & St. Louis..... $71,045 $63,160 I. $7,885 12.5 
Cleve., Mt. Vernon & 
Delaware... ...... 113,77) 119,157 D. 4,387 4.5 
Flint & Pere Mar- 
eee 355,489 319.717 I. 385,772 11.2 
International & Great 
ee 514,361 427,232 I. 87,120 20.4 


Memphis, Paducah 
& Northern,......... 50,829 66,732 D. 15,9038 23.8 


pads ogadsbencese 88,907 104,893 D. 15,086 15.2 
Month of April: : 
Cairo & St. Louis.... $19,385 $19,302 I. BRS 0.4 
Cleve., Mt. Vernon 
_ a eae 30,462 32,362 D. 1,900 5.0 
International & Great 
Northern... ..+00:. 82,037 79,492 1, 3,445 4.3 
Memphis, Paducah 
orthern......... 9,707 14,109 D. 4,402 31.2 
Paducah & Elizabeth- 
SOD. 000d cgbscvvsdes 19,607 22,979 D. 3,372 14.7 
St. Louis & South- 
eastern, St. Louis 
eee 44,116 48,113 D. 3,907 8.3 
St. Louis & 8. E., Ky. 
UE tee dad ae caieia 25.611 26,721 D. 1,110 4.2 
St. Louis & 8. E., 
,. | papier 11,830 13,241 D, 1,402 10.6 
Second week in May: 
Chicago, Mil. & St. 
eleas boaeinn+er sone $188,000 $176,250 I. $11,741 6.7 
Week ending May 9: 
Great Western........ $74,716 $78,618 D. $3,902 5.0 


Week ending May 10: 
Grand Trunk, ....... $151,916 $150,260 I. $1,647 11 
Coal Movement, 


Coal tonnages for the week ending May 10 are reported as 
follows: 


1879. 1878, Inc, or Dee. P. c. 
Pe me 552.430 378,477 1,173,953 46.0 
Semi-bituminous.......... 70,823 58,007 11,826 20.0 


1, 

Bituminous, Pennsylvania 33,527 35,845 dD, 2,318 6.5 
Coke, Pennsylvania....... See bs. Ase 

The Reading’s new leases will, it is thought, result in 
considerablo increase in the amount of coal put on the New 
York market by that company, They will also yive it al- 
most comngres control of the Philadelphia local market. 

The coal tonnage of the Pennsylvania Railroad for the four 
months ending April 80 was as follows: 

1879. 1878, 


Increase, P. e. 

Anthracite............... 202,638 187,311 105,327 56.2 
Semi-bituminous,.... .... 571,088 494.030 77,040 «15.6 
EIST 0's. + ceteests 545,181 615, LOe 30,070 5.8 
COG es ivcseces sce 400,352 330,704 $60,558 21.0 
TOOL csscc css RE 1,528,146 282,018 18.5 


The increase in anthracite is especially notable. Nearly 
all the semi-bituminous coals show an increase this year, 
Clearfield leading. Cumberland shipments over this line are 
also gaining largely. 


Cotton. 

Receipts of shipping markets for the week ending May 
16, and for the crop year from Sept, 1 to May 16 are re- 
ported as follows by the Commercial and Financial Chroni- 
cle, in bales: 

1879. 1878, 1877, 1876. 1875. 
Wer ess se 19,897 20,097 16,288 19,005 18,372 
Crop year...4,355,935 4,158,152 3,873,227 3,087,774 3,370,335 
The receipts this year are 4.7 per cent. larger than last, 
Weighing Cars at Chicago. 

A meeting was held in Chicago, May 18, at which were 
yresent Messrs. Marvin Hughitt, James C. Smith, C. W. 

mith, J. C. MeMullin, Horace Tucker, Robert Forsythe, J. 
T. Sanford, John Newell and J. W. Midgley. Mr. Hughitt 
presided, The meeting was an informal one, and the ques- 
tion discussed was the establishment of a rule requiring the 
weighing of all cars leaving the city. No action was ten, 
the matter being postponed until another meeting can be 
held. 


Grain Movement. 

Receipts and shipments of grain of all kinds at the eight 
reporting Northwestern markets, and receipts at the seven 
Atlantic ports have been as follows, in bushels, for the week 
ending May 10 of the past six years: 






-——- -Northwestern-- —--- 

Total P. c. Atlantic. 

Receipts. Shipments By rail. by rail. Receipts, 

1874.. . 3,160,221 3,922,086 920,340 23.7 4,635,555 
1875 2,536,565 3,478,238 1,236,079 35.6 1,642,615 
1876..... 502,046 3,841,466 2,302,940 60.1 3,909,903 
1877.... 2,853,906 2,525,207 1,214,861 48.1 2,684,620 
1878..... 4,369,785 4,822,441 1,901,030 30.5 5,704,275 


1879 .. . 3,559,963 4,175,308 1,664,849 30.9 4,450,571 
The receipts of the eight Northwestern markets were a 
sixth less than in the preceding week, but only once before— 
in January—have been exceeded this year. The shipments 
of these markets were also less than in the preceding week. 
The rail shipments are the smallest since January, but are 
still large for a week during open navigation. The Atlantic 
receipts were materially larger than in the week preceding, 
but they have been exceeded in six weeks since February. 
They have not yet felt the effect of canal deliveries. 
Shipments of grain from Buffalo during the week were 
| 858,842 bushels by rail and 642,623 by canal, the latter 
| having been open but three days. 
Of the receipts at Atlantic ports during the week this 
| year, 26 per cent. arrived at New York, 25.8 at Baltimore, 
| 25.1 at Philadelphia, 9.4 at Boston, 8 at New Orleans, 5.6 
|at Montreal, and 0.1 per cent. at Portland. New York's 
\« uantity and percentage are the smallest of the year, Phila- 
leiphia's and Baltimore’s are about the average of recent 





The prevailing rates from Chicago to New York were, by 


vision in his will for the dispo-| rail, 9 cents per bushel for wheat and 8.4 cents for corn. 
sition of the securities of the road in which his great fortune | Lake and canal rates were about 7!¢ cents for corn and 8), 
was mainly invested. His two sons have been trained up in | gor wheat. 
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Receipts and shi ts at Chicago and Milwaukee for the 
week onditig May ts (Tuesday) were: 
‘ Reces 
MT 1730.04 
533,300 

‘The Chicago receipts were much smaller, and the ship- 
ments of both places much larger than in the preceding 
week. 

Receipts at Buffalo since May 5, when the first cargo ar- 


rived by lake, and the shipments from May 8, when the 
canal opened, to May 18 were : 


Pee ee eee eee eee eee eee 


Shipments. 
3,363,549 
689/800 





1,130,700 Be 0 

B Gh... 000.0990 0%eedenceananenmnast “ ‘ 

By a niin.» «enn tienes 2,608, 1,518,476 
Total... ccccacesebnwechsorees 3,738,936 2,473,835 


Of the receipts 80 per cent. and of the shipments 38}¢ per 
cent. were by rail. j 

For the week ending May.20 receipts and shipments at 
Chicago and Milwaukee were: 


Receipts. Shipments. 
CRIORRO. 0005+. socccsenssvccvapesee 1,819,464 38,073,959 
Milwaukee... ..cccccsvetscccveceecs 27,500 529,600 


Both receipts and shipments are somewhat less than for the 
preceaing week. , 
Receipts and shipments at Buffalo for the same wee were: 


Receipts. Shipments. 

Se Reeereerrrr ery er tare 692,800 1,149,042 
Ty WADE... cccsvoccnnar sevnvesye 1,964,338 1,171,015 
QUGRE 000 pennabeetepainds sis 2,657,138 2,320,055 


The “ shipments thus appear to have been nearly as 
great as the canal shipments for the week. 

For the same week @ May 20 and the two weeks 
preceding, receipts at the four leading Atlantic ports were : 





—————- Week ending— —--——— 
May 20 May 13. May 6. 
WC , PTE PTR er 1,879,588 ,000,7: 1,244,333 
Philadelphia....:... .......+++.1,160,200 1,118,800 1,1886,é 
TONG...» ov00.csskesonanicat ee ,061,604 1,035,036 
BUOON, «ica. vodanete tetbbrese 396,683 441,425 280,¢ 
APE ee OP ee 4,162,521 3,721,579 43,757,049 


Only for the week cndiug May 20 were any canal receipts | 


bushels, or 22 
bushels, or 67 per 
week last year. 
last week is 45 


reported at New York, a 
per cent. of the whole, against 1,900,636 
cent. of the whole, in the din, 
New York’s proportion of the whole in th 


then but 407, 


per cent., against 80 per cent. the preceding week. 

San Francisco receipts for the week ending or 0 were 
5,408 barrels flour, ,460 bushels of wheat, 40,250 bushels 
barley and 24,788 bushels other grain ; to nen Ser 
to wheat, 484,468 Very little corn eomes to San 


Francisco; the receipts for this week are the largest we have 
ever noticed, and they were only 22,918 bushels. For meee 
weeks the corn received will be only a few hundred bushe 
a week. 


THE SCRAP HEAP 


Railroad Equipment Notes. 


The Barney & Smith Manufacturing Co., at Dayton, O., 
lately delivered six first-class cars to the Cincin- 
nati, Hamilton & Dayton 

The Old Colony. shops in South Boston are building four 
new paxsenger cars to be run on the steamboat train be- 
tween Boston and Fall River. They will seat 74 passengers 
each, and are very handsomely finished. 


Iron and Manufacturing Notes, 


The Glendower Iron Works at Danville, Pa., are working 
on a contract for 8,000 tons of iron rails for the Northern 
Pacific, and have taken another order for 1,750 tons to go to 
Vermont. 

The Toucey & Buchanan Interlocking Switch Co, is now 

yutting up i als on the New York Elevated road at the 
Routh ‘erry and 98th street stations; on the Metropolitan 
Elevated at 58th street, Vist street and 104th street; on the 
Baltimore & Ohio at the Edgar Thomson Steel Works, near 
Pittsburgh, and on the Long Island road at Bedford Junc 
tion, where the Brooklyn, Flatbush & Coney Island connects 

The Pennsylvania Steel Co., at Baldwin, Pa., has an order 
for 5,000 tons of steel rails for the Northern Pacific, 

The Rome (N. Y.) Iron Works are making 2,500 tons of 
iron rails for the Northern Pacific. 

The new mill of the Central Iron Works, at Harrisburg, 
Pa., in seven weeks ending May 8 made 1,070 tons of boiler- 
plate and tank iron from ne terpenes, 

The Cleveland (O.) Rolling Mill Co: an order for 6,000 
tons of steel rails for the Northern Pacific, 

The new blast-furnace of the Southern States, Coal, Iron 
& Land Co., at South Pitts h, Tenn., was recently 
started up, and isnow making 100 tons of iron a day, 


Bridge Notes. 


The Kansas City Bridge Co, has taken a contract to build 
an iron bridge over the Kaw River for the Kansas Pacific 


road, 

The Detroit Bridge and Iron Co. is building an iron bridge 
890 ft. long over the River Rouge, near Plymouth, Mich., 
on the Detroit, Lansing & Northern road. 

Messrs. Rust & Coolidge, eers and bridge-builders, 
have established their office in the Hawley Building, Dear- 
born street, Chicago. The firm isa new one; both the mem- 
bers were recently with the American Bridge Co. 


Prices of Rails. 


We learn of a sale of 5,000 tons of steel rails at $45 at 
tide-water, with inquiries for next year’s delivery at same 
re. We also note a sale of 4, tons of iron rails, and 
2, tons of steel rails on private terms, and of several 
hundred tons of steel rails for early delivery at $47 at tide- 
water. The rail business is the most encouraging of an 
branch of the iron trade. We quote steel rails at $45 an 
iron rails at $37 to 838, both at tide-water.— Engineering 
and Mining Journal, May 17. 


Old Ties. 


A conductor on the Burlington, Cedar Rapids & Northern 
road lately told in a revival mee’ how he had run his ca- 
boose from Cedar Rapids to Pot le with a broken flan 
on one wheel, trusting that the Lord would keep it on 
track. Buta few days afterward he gota letter from the 
Superintendent saying that he didn’t believe the Lord had 
much to do with running freight trains, and now that cen- 
= . has no caboose to run—not even one with a broken 
wheel, 

On Friday last Saginaw Clark, of Erie engine No. 481, 
found a black snake four feet ten inches long in the hose con- 
necting the tauk of his engine with the pump. He had found 
difficulty in working it, and on examination found his snake- 
ship, who was so large that the stoppage was complete. The 
water had been taken at Middletown, and as it was the same 
as that in daily use there, this may go far toward ex laining 
the frequent presence of. snakes in those honest. villagers 
boots,—Paterson (N, Ji) Press, May:19, 
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may be fairly held to balance Fried Liver, in Arizona. 
breakfast at one and dine at the other. 


A Southern Fast Freight Train. 

qpaiws tobacco dealers desiring to be the first to reach 
the New Orleans market after the reduction in tax on May 1 
secured a special fast train to run between the two cities, 
the time of which is reported as follows : 


Average 
Miles. per hour. 
Left L pehons a.m., arrived Bristol 10 p. m., 
At., Wins, & ( MNES «cde awh re ck “ese Cavcencenme shades OO 15,69" 
Bristol 12 mid., Chattanooga 3:15 p. m., East Tenn., 
ee See ed Tepe Sev agves ee 15.87 
Chattanooga, 4 p. m., Meridian, 10:55 a. m., Ala. 
Great Sonthern..............++.. ee Te | teas) 
Meridian, 10:30 a.m., Jackson, 4:45 p. m., Vicks 
IS <0 ecieacchcaredathkeroodar Faint 96 15.6 
Jackson, 5:30 p, m,., New Orleans, 4:35 a. m., Chi- 
cago, St. Louis & N.O............. Pe ee 16,51 
Total actual running time, 644% hours.......... 1,020 15.71 


The stops were for inspection, etc., and change of engines. 
The tobacco reached New Orleans ahead of that by any other 
line. 


The Pennsylvania Observation Cars. 


Car No. 62 of the Pennsylvania Railroad is now lying in 
the yard above the Union Depot, and as it is one of their 
new ‘ Observation Cars,” itis worthy of notice. Unlike 
the carsof this description in use on the Union and Central 
Pacific Railroads, it is provided with a roof, which certainly 
will not detract from the comfort of the passengers, nor in- 
deed to any considerable extent obstruct the view. The car 
seeins to be one of the old style passenger coachos re- 
modeled, as its outside appearance is in color, design, etc., 
the same, excepting that all that portion from the lower 
line of the Sindowe up to the lower line of the roof has been 
entirely cut away, and the roof now rests on a suitable 
number of small fluted iron columns, thus leaving the car 
The seats are of handsome wood- 
work, and the whole arrangement is light, airy and pleasant. 
They will add another charm to that already charmin 
journey over the mountains, and will be fully es 
xy the traveling public. On each side of the coach, in gilt 
letters, is the name, ‘ Observation Car.”—Fittsburyh Tele- 
graph, May 15. 


OLD AND NEW ROADS, 


Arkansas Midland,—This company has been negotiat.” 
ing for the rails for an extension of itsroad from Clarendon 
Ark., westward to Little Rock, some 60 miles. The ex; 
tension would be parallel to and only a few miles south- 
of the Memphis & Little Rock. 


Atchison & Nebraska.—Propositions for voting bonds 
in aid of an extension of this road from Lincoln, Neb., 
northwest to Columbus on the Union Pacific, about 55 miles, 
are now pending in Seward, Butler and Platt counties. 


Atchison, Topeka & Santa Fe and the Denver & 
Rio Grande.—In the suits between these companies in the 
United States Circuit Court for Colorado, May 15, the Court 
gave the Atchison Company leave to file a supplemental bill 
and litigate thereby the question whether the Rio Grande 
Company by lease or other contracts admitted the right of 
the Atchison Company to continue its construction upon its 
located line. The Court also held that, in any view of the 
case, the road-bed of an adverse company could only be ap- 
propriated by pene of the cost of construction, justly 
computed; but the question of release raised by the supple- 
mental bill must first be determined, 


Baltimore & Ohio.—The Baltimore Gazette of May 
21 says: ‘ It has beenrumored for some days that the Balti- 
more & UOhio Railroad Company had at last determined to 
build their main office on the lot corner of Baltimore and 
streets. The architect, Mr. E. F. Baldwin, 
has had several conferences with President Garrett, 
which have resulted in a complete change in the 
architectural plan of the building from that orig- 
inally contemplated. Five years ago, when the project was 
first broached, plans were drawn of a fine, rag eg build- 
ing, — stories high, the main office to be in the first floor, 
with t e entrance on Calvert street. Since then, however 
the telegraph line and express company have been organizec 
and in order to provide accommodations for them an entire 
chan has been necessitated in the architecture of 
the building. The plans have not yet been determined 
upon except in regard to the main floor, on which will 
be located the ticket office, the express office and the tele- 
graph office. The latter will be on the corner, with entrance 
on Baltimore street, running back to Bank lane. Next to it 
will be the ticket office, running back also the same depth, 
while the telegraph office will come next and take up the re- 
mainder of the Baltimore street front Another radical 
change will be in the height of the structure, which will be 
five instead of eight stories. The exact time for the com- 
mencement of work has not been determined upon,” 


Chicago & Lake Huron,—The Chicago & Northeastern 
Company recently petitioned the Court to direct the Re- 
ceiver of this road to exchange business on equitable terms, 
charging that the rates on through business had been fixed 
so high that the Northeastern was unable to take freight of- 
fe Receiver Peck filed an answer denying the charges, 
and the matter was referred to a Master to take testimony. 


Chicago & Northwestern.—Local papers report that 
this company will extend its lowa Midland line this season 
from Anamosa, la., westward through Linn and Buchanan 
Counties to a point not yet decided on. 


Chicago, Rock Island & Pacific.—A branch from 
Dexter, la., by Redfield to Panora, about 20 miles, will pro- 
bably be built this season. : 

The following brief statement for the year ending March 
81 is published in advance of the annual report; 














1878-79. 1877-78. Inc. or Dec. P.c. 
Gross earnings...... $9,409,833 $7,895,870 I. $1,513,963 19.2 
penses............ 5,079,872 4,384,514 I. 685,358 15.9 
Net earnings....$4,329,961 $3,511,356 I, $818,605 23.3 
Interest on bonds.... 589,830 652,325 D. 62,405 5 
Interest on C. & 8. W. 
SS 350,000 Re. i? ci ratindii, 
Interest on Keokuk 
& Des Moines bds. 68,750 L 68,750 
Rent, Peoria & B. V. 
“|. LO RA 125,000 NN be) saan ba 
Total charges. .$1,133,580 I. $6,255 05 
Surplus. .......$3,196,381 $2,384,031 1. $812,350 34.1 


This shows a great improvement. 





Cincinnati, Hamilton & Dayton,—The committees 
representing this company and the Cincinnati, Hamilton & 


Hash Knife, a new post-office just established in Texas, | Indianapolis bondholders having been unable to agree, have 


A | submitted their differences to arbitrators, whose award is 
traveler by the Southern Pacific may hereafter be able to | to be final. 
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Cincinnati, Mt. Airy, Venice & Liberty.—This 
company has been organized to build a short surburban line 
out of Cincinnati. 


Cincinnati Southern.—On the Chattanooga end of the 
line the track is now laid from the junction with the Western 
& Atlantic at Boyce’s Station, Tenn., five miles from Chatta- 
nooga, north by east to Dayton, a distance of about 30 miles. 
The track is ballasted almost as fast as laid. 

The Cincinnati "goers Fund Commissioners have ap- 
proved the form of lease proposed by the Trustees of this 
road to be made to E. W. Woodward and associates. A pro- 
test from the old Common Carrier Company against the 
transfer of the lease was received and filed. 

The new company has now organized and its entire cap- 
ital stock of $1,000,000 has been subscribed. It is expected 
to take possession of the road in a few days. 


Columbus, Chicago & Indiana Central.—The 
meeting of bondholders in New York, May 15, was largely 
attended. The committee presented a report which is sub- 
stantially as follows : 

“* Judge Harlan’s decision, while declaring the lease valid, 
requires the bondholders to reduce their bonded indebted- 
ness to $15,821,000 at 7 per cent. interest, the residue to be 
represented by convertible income bonds, consisting of part 
of the $10,000,000 issue. They are given until Jan. 1, 1880, 
to accomplish this reduction, in default of which the Penn- 
sylvania Railroad Company may then apply to have the 
lease rescinded. Further argument is to i had before 
Judge Harlan at Chicago on June to determine 
the terms of payment of the back rentals, amounting 
to date to $3,400,000 above all payments heretofore made 
on account. The reduction must be made by the first 
consolidated mortgage bondholders. There are outstand- 
ing sectional bonds which are a lien on the road prior to 
the #10,428,000 of the consolidated first-mortgage bonds, 
amounting to $7,000,000 or therabouts. During the four 
years that the road has been in the receivers’ bande the net 
earnings, according to the sworn reports of the Pennsylvania 
Railroad Company, have aggregated $500,000 less than the 
amount required to pay the intereston the priorsectionalbonds. 
The sectional and first consolidated mortgage bonds to- 
gether exceed the limit set by Judge Harlan by more than 
$1,400,000, exclusive of interest. There is, besides, a claim 
that has been many years fin litigation under the Pullan 
mortgage, amounting now with interest to $1,200,000, which 
must come in ahead of the first consolidated mortage bonds. 
The committee insist that this mortgage covers only 27 miles 
of a branch road between Richmond and Newcastle, of little 
value to the main line, and that, should it be given up, the 
Pennsylvania Railroad Company will be entitled only 
to an abatement of rental proportionate to its value. 


9 
~ 


That company claims that it would break the lease 
and = Mr. Han claims that the mortgage ex- 
tends to other portions of the road. It is impossi- 


ble to say what amount will have to be paid to settle this 
claim, but the committee believe less than one-third the sum 
asked. There is alsoin excess of Judge Harlan’s limit $2,- 
450,000 of consolidated second-mortgage bonds owned by 
individual holders, and $1,240,000 of similar bonds owned 
by the Pennsylvania Railroad Company, which latter are 
subject to an agreement that they may be exchanged for in- 
come bonds whenever the absolute indebtedness of the com- 
pany is reduced to Judge Harlan’s figures. There are, fur- 
thermore, claims for right of way and depot grounds un- 
paid equal to $100,000 or more. To effect the necessary re- 
duction the committee propose the following plan : 

“1, To pay off, out of the back rentals, the excess of $1,- 
400,000 of sectional and consolidated first-mortgage bonds. 
Of the former $666,500 are 10 per cent. bonds, which con- 
stitute a prior lien on 60 miles of the road running out of 
Indianapolis, The committee have no hope of obtainin 
these at a discount, but they may be retired at par on 60 
days’ notice. The other sectional bonds should, in the opin- 
ion of the committee, submit to a reduction. If unable to 
purchase them on satisfactory terms, the committee to have 
the option of purchasing first consolidated mortgage bonds 
instead . 

“2. If Mr. Pullan will accept a reasonable com promise, to 
pa him out of the back rentals, and if not to continue the 

ght with him, and deposit a sufficient number of consolidated 
first-mortgage bonds to abide the decision of the courts. 

“8. To convert the $2,450,000 of second-mortgage bonds 
into income bonds, wiping out accrued interest. Those 
holders who come into the agreement to be allowed 10 per 
cent. of the par value of their holdings in cash out of the 
back rentals. Holders to deposit their bonds and sign the 
agreement before June 1. An order of the court to ob- 
tained authorizing the payment of the 10 per cent.; if re- 
fused, the second-mortgage bondholders to be at liberty to 
withdraw from the agreement. 

‘*4, Second-mortgage bondholders who refuse these terms 
to be cut off by foreclosure of the first mortgage. 

“5, Lest an extension of time after Jan. 1 should be 
found necessary, and in order to furnish security for carry- 
ing out the order of Judge Harlan, the first- consolidated 
mortgage bondholders to sign an agreement and to deposit 
their bonds under the foliowing conditions: The Trustees 
and Receivers to be authorized to select by lot from the 
bonds so deposited an amount equal to the Pullan claim and 
the aggregate of non-assenting second-mortgage bonds, or 
such portion of the back rental as may not be used for other 
purposes, or such lesser amount of either as the court may 
on application deem sufficient. These bonds or this money 
to be ery on special deposit in some trust company. In 
case they have to be given up, the loss to be made good to 
the owners by all the first consolidated mortgage bondhold- 
ers, pro rata, and an order of the court to be obtained for 
that purpose. 

‘*In order to provide for unforeseen contingencies, the 
Committee, Trustees and Receivers to be authorized to make 
such modifications and take such steps as they may deem 
necessary, with the approval of a specified majority of the 
bondholders.” 

This report was explained and supported by a long speech 
from Mr, Southmayd, Counsel for the Committee. 

At its close the meeting unanimously resolved to approve 
the plan of the Committee, who were requested to have the 
necessary documents prepared for the acceptance of the 
bondholders. The meeting then adjourned. 


Dakota Central.—Tbis company has filed articles of in- 
corporation in Dakota for a road from the Minnesota line to 
the Missouri River near Fort Pierre. At the Minnesota line 
it will connect with the Chicago & Dakota, recently’ organ- 
ized to build thence to Tracy on the Winona & St. Peter. 
The company is organized in the Chicago & Northwestern 
interest, and the road, if built, will give that company a line 
approaching the Black Hills country very nearly. 


Denver & Rio Grande.—The subscriptions to the loan 
of $5,500,000 for the proposed new extensions amount to 
about $10,000,000 in all. The bonds will be allotted to sub- 
scribers this week, those who take less than’ $10,000 receiy- 
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ing the amount in full, and the balance being divided 
rata among those subscribing for amounts over $10,000. 


Denver, South Park & Pacific.—The track on this 
road has been laid to Kenosha Summit, Col., eight miles be- 
yond the late terminus at Webster, and 77 miles from Den- 
ver. At this point the track is 10,140 feet above the level of 
the sea, the highest elevation yet attained by a in 
North America, and 801 feet higher than the Denver & Rio 
Grande at the summit of the Sangre del Christo range. 
Most of the difficult work is now done, and construction will 

sroceed rapidly toward Leadville, over a comparatively easy 
ine. 


Detroit, Lansing & Northern.—It is said that the 
repair shops will be reruoved from Ionia, Mich., to Lansing, 
where 50 acres of land have been offered the company on 
condition that the change is made. 


Eastern Extension.—Work on this road has been re- 
sumed, and the track is now pone tis from New Glasgow, 
N. 8., eastward toward Antigonish. 


Fitchburg.—The board of directors has voted to author- 
ize the President to give the necessary notice of withdrawal 
from the Hoosac Tunnel Line. It voted to authorize 
the President to terminate the contract under which the com- 
pany runs its trains over the Troy & Greenfield road. The 
reason stated is that the tolls now charged are so high that 
the business can only be done at a loss, and that there has 
actually been for some time a deficit on the through traffic. 


Galena & Wisconsin.—This company has been or- 
ganized by the purchasers of the Galena & Southern Wis- 
consin road at the recent sale. The articles of incorporation 
cover an extension of the road from its present terminus at 
McCormack, 40 miles from Galena, to Muscoda and Platte- 
ville. 


pro 


Grand Trunk.—The Canadian Parliament has 
the bill authorizing the government to buy the Riviere du 
Loup Division of this road for $1,500, This division 
runs from Chaudiere Curve, eight miles trom the Quebec ter- 
minus, down the south side of the St. Lawrence to Riviere 
du Loup, 117 miles. Its building was forced upon the 
Grand Trunk for political reasons, and it has never 
been a profitable line, the country being inhabited by a 
people who travel very little and do not produce much 
for export. Since the Intercelonial was built there 
has been a good deal of controversy over this liue, the 
Grand Trunk declining to spend money to put it in better 
condition. This is now settled by the purchase, which will 
extend the Intercolonial line to Point Levis, opposite Quebec, 
as the government will probably build a separate track for 
tho eight miles from Chaudiere to Point Levis. 

According to the statements made at the recent prgthyt 
meeting in London, the Grand Trunk will use the $1,500,000 
in securing its Chicago connection. 


Hannibal & St. Joseph.—Notice is given that 25 
bonds of the cinking Sone land-grant issue have been drawn 
for redemption, and will be paid on presentation to the Far- 
mers’ Loan & Trust Company in New York. Interest will 
cease July 15. The numbers drawn are; 18, 25, 7, 90, 
100, 115, 129, 202, 220, 278, 205, 300, 313, 328, 341, 382, 
458, 485, 487, 496, 558, 593, 619, 637, 645.. 


Hart well.—An effortis being made to secure subscri 
tions for this road in Atlanta, Se is to run from Hartwell, 
Ga., southwest about 16 miles to a connection with the 
Elberton Air Line road. 


Indianapolis, Delphi & Chicago.—Enough loca) aid 
has been voted to this road to secure its extension from 
Monticello, Ind., southeast to Delphi and thence toward 
Indianapolis. 


lowa City & Western.—A contract has been let to Mr. 
Dows, of Cedar Rapids, Ia., to grade this road from Iowa 
City, Ia., westward to Webster, about 54 miles. The line is 
now being located. 


Jacksonville, Northwestern & Southeastern,—In 
the Cireuit Court at Jacksonville, Ill, May 17, a decree of 
foreclosure and sale was entered against this road at the suit 
of M. P. Ayers and other bondholders. The road extends 
from Jacksonville, Ill, to Virden, 31 miles, and has a bonded 
debt of $610,000. It is stated that the bondholders will buy 
in the road and extend it. 


Kansas Central.—The purchasers of this road have or- 
ganized a new company, and profess their willingness to 
extend the road westward, if a reasonable amount of aid is 
subscribed. 


Kansas City, Emporia & Southern,—This new 
branch of the Atchison, Topeka & Santa Fe is now graded 
from Emporia, Kan., southward to Madison 20 miles, and 
track has been laid for 5 miles. The bridge over the Cot- 
tonwood is completed and that over the Verdigris is well ad- 
vauced. Froen Madison the line is to run through the valley 
of the Verdigris, a very good country. 


La Crosse & Omaha,—This company has been or- 
ganized at La Cross, Wis., to build a railroad from that city 
southwest across Minnesota and Iowa to Council Bluffs. 


Levis & Kennebec.—The 88,826 shares of stock of this 
company held by La Rochelle & Scott, the contractors, were 
recently sold by their assignees in bankruptcy for $15,100, 
to Mr. Wyatt, who is understood to buy the stock for ac- 
count of the bondholders. 


Louisville Branch.—Surveys for this road have been 
completed, and the contract for grading has been let to W. 
T. Wheless, of Atlanta, Ga., who will ww arf convict labor 
chiefly. The road will be 10 miles long, from Louisville, 
Ga., by Bethany and Pine Hill to W ey on the Central 
Railroad, of Georgia. The Central agrees to iron the road 
when graded, and will lease and work it as a branch. 


Minneapolis & Northwestern.-—-Itis said that this com- 
pany has accepted a sir ,osition from Col. Phelps, late of 
Springfield, Mass., to build and equip 60 miles of its pro- 
jected road from Minneapolis, Minn., westward for $5,500 
per mile, $3,000 payable in bonds. The company has se- 
cured $150,000 in subscriptions to the stock, and more has 
been offered. 


Missouri & Western.—St. Louis papers report that 
this road has been sold to the St. Louis San _ Francisco 
Company and will be extended from Oswego, Kan., west- 
ward 145 miles to Wichita. It is now in operation from 
Carthage to Pierce City, Mo., 73 miles, with a branch of 10 
miles to Joplin. 


Montgomery & Eufaula.—This road does not pass di- 
rectly to the Central, of Georgia, cn account of some legal 
difficulties in the way of the transfer. It is rated at 
present by ‘‘Wm. M. Wadley, Proprietor,” but_ the officers 
are the same as the Southwestern, of Georgia. Mr. Wadley 
will probably continue to work the road until legal arrange- 
ments for the transfer can be made, 

New London Northern.—The round-house at New 
London, Conn., was burned down on the morning of May 


21, and four engines badly causing a loss of $20,- 








000, which is covered by insurance. The shops adjoining 
were only saved by hard work. 


New York & Greenwood Lake.—This company is 
considering the ere of building the branch from Mont- 
clair, N. J., to Caldwell, which wes Perey graded several 
years ago. The right of way is offered and the money neces- 
wok Be complete a part of the line. A tunnel is required, on 
which some work has been done. 


New York, Lake Erie & Western.—An experimental 
train with a dynamometer car has yer} been run from Buf- 
falo to Jersey City with a view of deci ing some quéstions 
as to the work done on the various divisions, and the 
trains which engines should draw on each. 

A dispatch from London, May 20, says: ‘A meeting 
of the bondholders and shareholders of the Erie way Com- 
pany was held to-day to receive the report of the Reconstruc- 

4 Pim oar ward Watkin presided, and read a re- 
port of the Erie way Company up to Sept. 30, 1878, 
and the accounts of the Scoemibwastion Trustees, which the 
meeting received very favorably. Resolutions were unani- 
mously adopted approving the Trustees’ ~~ and ac- 
counts ; also, ve ee the satisfaction of the English pro- 
prietary that a large interest in the company’s bonds and 
stocks is being taken by American holders, from whem this 
meeting trusts that the board may be gradually strengthened 
by the addition of a high class of business men, having a 
substantia] holding in the company. There was no dissent 
from the generally favorable view taken by the trustees of 
thepresent condition of the property. Sir’ Edward Watkin 
and the various speakers expressed their friendliness toward 
an arrangement with the Atlantic & Great Western Railroad 
Company, if it can be made without prejudice to the Erie 
Railway proprietors.” 


New York & New England.—This company has begun 
work ona branch 14¢ miles long, from Charles River Station, 
Mass., on the Woonsocket Division, to the Ri Hill Farm 
of Wm. E. Baker in Wellesley. The branch will open a new 
route to Mr, Baker’s hotel and pleasure grounds, 


New York, New Haven & Hartford.—According to 
a recent order, trip, ey. and Jonny passes over this 
road can hereafter be issued only by the President and Vice- 
President, Division Superintendents can issue trip passes 
only to employés of the road and over their own division. 
The order also forbids the issue of to families of em 
ployés, who have heretofore been allowed to ride free. 


New York & Oswego Midland.—The Committee 
representing the holders o ivers’ certificates and first- 
encrtenee bonds om notice that it now holds 85 per cent. 
of both classes of securities. Such other holders as may 
desire to join in the purchase of the road must deposit their 
bonds or certificates with the Committee at the Third 
National Bank in New York on or before June 10. The 
sale of the road is now advertised for June 28 next. 


North Pennsylvania and Delaware & Bouud 
Brook Lease to the Reading.—There is but little to be 
added to the announcement of the leases as made last week. 
The depot of the New York & Philadelphia New Line in 
Philadelphia is to be removed as soon as possible to Ninth 
and Green streets, the depot ef the Germantown & Norris- 
town Branch of the ing, a more central and 
convenient location than the North Pennsylvania station. 
President Gowen announces that the profit which the Read- 
ings expects to find in the leases isin the saving of freight 
on the coal which it delivers in New York and vicinity. He 
also announces that the lease will not in any way interfere 
with the Lehigh Valley business between Bethlehem and 
Philadelphia. 


Olympia.—An extension has been located for this road 
from Tenino, Washington Ter., toa point of the Chehalis 
River, and the company intends to put a light-draft 
steamer on the river as a feeder to the road. 


Omaha & Republican Valley.—Tracklaying has been 
begun on the extension of this road from County Line, Neb., 
westward through Polk County. 


Pennsylvania.—This company has now a street crossing 
fight on its hands. The City Solicitor of Lancaster, Pa., 
acting under orders of the City Council, has begun a large 
number of suits against the company for violation of ordi- 
nances regulating the speed of trains through the city. 


Pennsylvania Railroad in Maryland,—The first rail 
on this road was laid with much ceremony May 20, at Ellers- 
lie, six miles from Cumberland, Md. The road is to extend 
the Bedford Division of the Pennsylvania from State Lino to 
Cumberland. 


Peoria, Pekin & Jacksonville,—It is ,stated that a 
controlling interest in the stock of this company has been 
bought by parties who are largely interested in the Toledo, 
Peoria & Warsaw and Wrbash roads. The road extends from 
Peoria, Ill., to Jacksonville, 83 miles, and has been for some 
time in the hands of a Receiver, Mr. John Allen, who is also 
President and one of the largest stockholders. The Toledo, 
Peoria & Warsaw uses nine miles of its track, from Peoria 
to Hollis, and the object of the purchase was to secure the 
use of this to itself, and also to make sure of the business of 
the road. 


Pittsburgh & Lake Erie,—It 1s said that this com- 
pany is arranging for a connection with the Baltimore & 
Ohio at Pittsburgh with a view to securing a share of the 
coke traffic from the Connellsville Region, which is already 
very large and is increasing very fast. 


Portland & Rochester.—A meeting of bondholders 
was held in Portland, Me., May 13, to consider the propriety 
of purchasing the city’s interest at $200,000, After debate 
a committee was appointed to visit bondholders not present, 
and see if they will agree in writing to purchase the ov" 
interest ; also to confer with the city committee and call a 
legal meeting of the bondholders, 


Potomac & Ohio.—Work is said to be in progress on 
this road near Charleston, W. Va., and in the Shenandoah 
Valley near Harrisonburg, Va. The road is intended toc 
up some large tracts of coal, mineral and timber lands; it is 
to be of 3 ft. guage and about 330 miles long, starting from 
Charleston and running up Elk River and into the Valley of 
bi near Harrisonburg. Thence it will pass through 
Swift Run Gap and across Eastern Virginia to the Potomac 
at Quantico. 


Quebec, Montreal, Ottawa & Occidental.—A line 
has been located for an extension from the present depot in 
Quebec to deep water. It will pass through several streets 
and will have spurs running to all the principal wharves on 
the harbor 


Richmond, Fredericksburg & Potomac.—The 
board of directors has — a contract with the Potomac 
Steamboat Compan 

tico and Washington with the day train to and from 

ichmond, to n June 1, contract is for four years, 

and to continue thereafter until terminated on six months’ 
notice from either party. The 


| New Orleans, for a Central, $480,000, 





mnection by river between | 
on with 4 | Indianapolis Pool.—It is stated that an agreement has 
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provide a suitable iron boat, capable of ranning 18 miles an 
our and cutting through any ordinary ice. 
It is probable that a suit to enjoin this contract will be 





begun bee Virginia Board of Public Works, joined by 
part of private stockholders. 

_ St. Louis, Iron Mountain & Southern.—Prepara- 
tions have been for the intended change of the gauge 
of this road from 5 ft. to 4 ft, 81¢ in. for chang- 
ing the wheels is already in place. It is t that every- 
thing will be in readiness about Aug. 1, and the whole line 
from St. Louis to Texarkana can changed in one day. 


This will be the second change, the road having been origin- 
ally 5 ft. Gin. like the other Missouri roads.” When 5 ft. 
was adopted its chief business was over its Southern line to 
Belmont and with the Southern roads, and the great de- 
velopment of the Texas business was not expected. 


St, Paul & Pacific.—The sale of this road under fore- 
closure, to complete the transfer to the new owners, has 
begun by the sale of the Branch Line, as noted elsewhere. 

A contract has been let to Harrison, Langdon & She 
of Minneapolis, Minn., for thagxtension of the St. Vincent 
Extension from Alexandria, Minn., northwest to nes, 
filling the gap in the Extension as originally planned. The 
distance is about 90 miles, and includes some heavy work, 


Securities on the New York Stock Exchange.— 
The following securities have recently been put on the list 
at the New York Exchange : 

Additional stock and bonds of the New York Elevated 
Railroad Company, as follows: 15,000 shares of stock aud 
$1,500,000 bonds, making the whole amount of securities on 
the list $6,500,000 stock and $8,500,000 bonds. 

Chicago, St. Lowis & New Orleans Tennessee lien bonds, of 
which $1,199,000 areto be issued; first consolidated-mort- 
gage bonds, the total authorized issue being $11,801,000; 
second-mo: bonds (interest for five years payable, i 
earned), of which the total authorized issue is $8,000, : 
and stock, the total authorized issue of which is $10,000,000, 
although only $8,663,650 have been issued, 

trankfort & Kokomo bonds amounting to $200,000, and 
stock a to J ‘ 

Ohio purchase money funding bonds, 6 per 


Chesapeake 
cent. montage gold bonds, and 6 per cent, mortgage 
currency bonds, and first and second preferred stock. 


Southern Pacific.—Track on this road has been laid to 
Casa Grande, Arizona, 188 miles east of Yuma, arid 26 miles 
beyond the late terminus at Marico Wells. A,terminal 
station has been temporarily established at Casa Grande and 
the train runs to that point, which is 914 miles from San 
Francisco, Work is progressing steadily toward Tucson, 


Tennessee State Railroad Bonds.—The committee of 
Tennessee bondholders have issued a circular to their con- 
stituents announcing that after full deliberation, with ad- 
vice of counsel, and with the approval of prominent houses 
interested, and of large individual holders in New York, 
Baltimore, Philadelphia and Chicago, they have decided to 
adopt the suits lately instituted by Mr. C. Amory Stevens, 
ail hope, with prompt action on the part of the bondholders, 
to bring these suits to trial during the ensuing summer, 
Among the considerations upon which they base their confi- 
dence in a successful enforcement of the lien, they 
quote the language of the State Agent when offering for 
sale Tennessee bonds of the new issue in behalf of the rail- 
roads. The latter distinctly says that the purchasers will 
have the railroads as security. ‘They also quote Governor 
Brownlow’s Message to the Legislature in 1868, in which 
he takes similar ground, and says that the state, in point of 
honor and fact, holds the lien in a fiduciary capacity in 
trust for the bondholders. They further call attention to 
the fact that in 1878 the railroads virtually recognized their 
obligations by compromising the Mobile Ohio case, then 
vending on appeal before the Supreme Court of the United 
States. In that suit the question whether or not the holders 
of Tennessee bonds had a first-mortgage lien upon railroads 
in that state was clearly presented. In conclusion, the opin- 
ion of Charles O’Conor is cited. Regarding the adverse 
opinion prepared by Evarts, Southmayd & Choate, the 
committee say that those entlemen base their conclusions 
on the Minnesota case, which they are informed by Mr. 
O’Conor bears in their favor, so far as it is at all applicable 
to the Tennessee case. The Minnesota case was cit by the 
railroads in the Mobile & Ohio case, but it was not then 
sufficiently convincing to prevent them from offering a set 
tlement. 

The amount of bonds which are claimed to be liens against 
the various roads are as follows: East Tennessee, Virginia & 
Georgia, for East Tennessee & Virginia, #1,218,000; for 
East Tennessee & Georgia, $614,000; for Cincinnati, Cum- 
berland Gap & Charleston, $850,000; for East Tennessee & 
Western North Carolina, 854,000; total, $2,216,000. Mem- 
phis & Charleston, $830,000, Louisville & Nashville, direct, 
$208,000; for Memphis, Clarksville & Louisville, 
$791,000; for Memphis & Ohio, $1,176,000; for Ten- 
nessee & Alabama, $468,000; for Central Southern, 
$362,000; total, 88,005,000; St. Louis & Southeast- 
ern, for Edgefield & Kentucky, %645,000. Nashville, 
Chattanooga & St. Louis, direct, $114,000; for Nashville & 
Northwestern, $1,385,000; for Winchester & Alabama, 
$457,000; for McMinnville & Manchester, $856,000; total, 
2,312,000. Mobile & Ohio, $953,000, Chicago, St. Louis & 
Knoxville 
& Ohio, for Knoxville & Charleston, $514,000. 

The total amount of these bonds is $11,647,000, or with 
accrued and unpaid interest, $14,325,710. The new bonds 
and funding-series bonds, not included above, are likewise, 
it is claimed, statutory liens on the roads. 


Tyler Tap.—The name of this road has heen changed to 
the Texas & St. Louis Railroad. Arrangements are being 
made toextend the road northwest to Texarkana, and south 
west to Austin. 


Wabash.—At a special meeting held May 14, the stock- 
holders voted to snihorins the proposed issue of bonds to the 
amount of #2,000,000 to retire the Seney mortgage, and for 
other purposes. : 4 

Concerning the proposed Detroit Extension, a com 
mittee from that city recently had a conference with the 
board of directors in Toledo, of which the Detroit Post and 
Tribune says: * The conference of the Detroit committee 
with the Wabash directors continued until a very late hour. 
The whole matter was. canvassed in all its phases. The re- 
sult is that everything is left in an entirely unsettled con- 
dition. The Wabash people are anxious to go to Detroit, 
not only to connect with the Grand Trunk and Great West 
ern, but for Detroit business; but there is strong opposition, 
and many difficulties are in the way. Possibly these may 
prove too great to overcome. There is still hope, however, 
that if Detroit does its duty the road may be secured. This 
will depend on future contingencies, and the course pursued 


| by Detroit’s citizens.” 


Wabash and Cleveland, Columbus, Cincinnati & 


been concluded between these companies to pool their traflic 
from competing points. The terms of the agreement are not 


steamboat company is to | given. 
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ANNUAL REPORTS. 
Concord. 












THE RAILROAD 


The income account was as follows : 
MOE Si s'a.5 5 Oo ae ccigcewdpecdoad aes aoe 


Rents, interest and premium........................5. 





GAZETTE. 


[May 23, 1879 





| abiaie! 210 gondola, 57 platform, 900 coal and 34 caboose 


_... $239,292.30 | cars; 4 wrecking and 31 gravel cars, There were 11 box, 2 
16,346.31 | stock, 10 gondola, 1 wrecking and 2 caboose cars added 


during the year. Passenger equipment is furnished by the 





This oompane owns the Concord Raijroad from Concord, pi) eee rarer eer eeereeer reer yy yey" $255,638.61 | Lehigh Valley. 

N. H., to Nashua, 35 miles; the Hooksett Branch, 7 miles, i. seerereccsstscorcersseee covoreos ile «ra | The traffic for the year was as follows: 

and the Manchester & North Weare road, 19 miles. It leases Dividends aporeents. IE 70'832.00 178 ee ae sabes 

the Concord & P th hester, N. H., , , tee reeees om DL hes aco aa be ' = 78. B77. ne. or Dec, P. c. 
‘ortsmouth road from 214,911.04 | Passengers carried.... 149,478 170,853 D. 21,375 12.5 

to Portsmouth, 40.5 meee oe the Suncook Valley road, ———--——_ | Passenger mileage.... 5,406,619 7,581,092 D. 2.174.473 28.7 

from Hooksett to Pit 19.5 miles, making 121 miles Balance, surplus. a $40,727.57 | Tons merchandise . ’ 

worked, It also leases the Nashua, Acton & Add surplus, Sept. 30, 1877 128,228.08 |  carried............... 650,344 451,729 1. 198,615 44.0 

miles, but its earnings are not included, Part of the busi- ————— | Tonnage mileage. .....57,818,607 38,710,072 1. 19,108,535 49.4 

ness is done under an arrangement for division with the Surplus, Sept. 30, 1878..... 00.66. cee ese veeeee e+e $168,955.65 | Tons coal carried: 

Manchester & Lawrence road. The 88th annual report is| The surplus is chiefly represented by advances to leased | —_ me seid ake + agit Heyy h 4 isan p. eo i 

for the year ending March 31, 1879. lines. It was deemed best to retain the cash part of it to | P*MMNNOUS.--. ------. ee Ser D. mm 7. 

The equipment consists of 88 locomotives, 60 passenger- | meet emergencies, instead of increasing dividend. kde, Total............ 1,095,363 1,252,256 D. 156,803 12.5 
train cars, 922 freight cars and 24 service cars. There was carried last year 108,560 tons of freight,an in- | (oal tonnage mileage: . 

The general account is as follows: crease of 2,783 tons, or 2.8 per cent, The chief increase | Anthracite............. 68,410,511 83,685,080 D.13,274,569 16.3 
Stock ($24,500 per mi}e)......00--.e eee e reece eeeeeeee $1,500,000.00 | was in grain and stock; there was a slight decrease in lum-| Bituminous............ 7,506,471 7,890,448 D. 293,977 3.7 
es and er “orgie ; a ecee oe ned . but little change in other articles. ee — Total 76006082 BOSTALES D Sasdaaes oho 
Notes payable..........-+++ on an | ues t, on account of general depression, and this also |. (OMB erin: oes 16,006,982 89,575,52 13,568, 5. 
FOCOTOSE so ccc ccrvcesdcccveccvpe weer geees 58,086,7' dec & +4 rates, lenpooviaelts is locked for only as general Average rate per mile: ees se ; 0 ‘ 

May dividend........ .....+.s++ UE re we 75,000.00 FOanC Per passenger......... 2.73 cts. 2.08 cts. L O.€5 ct. 31.3 
Old dividends, €60..5005..cccereds shldgeedascedne ioe. 2,727.00 business grows better. Rie! : P’rton of merchandise 0.87 “ 1.09“ D. 0.22 “ 20.2 

F <paihitmustint Mindy ews Extension is doing well, and promises to | Per ton of coal........ 0.97 0.83 *.IT,.0.15." 181 

Pie. |... ep iembnew tot i itaam teen cna $1,831,975.98 a geod investment. oe si - 2 . : 
QONGPOEMOR. .-scocccrscceastovnasness $1, 500,000.00 The committee of stockholders appointed for that purpose, | |, I chief loss in anthracite traffic was in that delivered to 
Rindge's wharf.........--ss000 veeeeee 51,507.72 reports that the property is in Very good condition and the hs ae; bituminous in tonnage going to the Southern 
Fo goby pono oO bere tere pamerianies 1a aaa ee management very satisfactory. ventral, There were 59,694 tons coal shipped in return 
1 an 1 Fue so cevasee) eaas 4 8 





———-———1,8331,975.98 
Notes payable were reduced $50,000 during the year, The 
company has no bonded debt whatever. 
The work done was as follows: 





Train mileage: 1878-79. 1877-78. Ine, or Dee. P.« 
Passenger... ........654. 203,884 202, ; 1047 0.5 
Freight lviesacts cost) Sepnae 265,319 D, 8,162 3.2 
gg. Oe ee 32,047 24,178 I. 7,860 32.5 
a 180,731 136,020 D, 4.2890 4.2 

EY  sccaeees 613,819 


617,354 DW. 3535 0.6 
Passengers carried,... 489,004 509,203 D, 
Passenger mileage..... 10,580,508 10,856,140 D, ¢ ; 
Tons freight carried. 674, 673,471 1. 1,586 0.2 
Tonnage mileage..... 21,609,056 21,634,660 D, 25,615 0.1 
Average train load: : 
Passengers, number... 51.89 1.63 3.0 
Freight, tons........... 87.42 84.74 I. 2.68 3.0 
The tonnage of the Nashua, Acton & Boston road was 
80,192 tons carried, equal to 917,007 tons carried one mile. 


53.02 D, 


Providence & Worcester. 


This company owns a line from Providence, R. L., to Wor 


miles, and the Worcester 
51.41 miles owned, 
road, 4.88 miles, and the Hopkinton road, 11.55 miles, mak- 
66.84 miles worked. There are 80.65 miles second track, 
and 28 miles of sidings. 
Sept. 80. 
he equipment consists of 30 engines; 41 

cars and 1,282 freight cars. 

The general account is as follows: 
Stock ($38,903 per mile) 
Bonds ($22,875 per mile) 
Notes payable and unclaimed dividends 
Profit and loss. . 


passenger-train 


. $2,000,000,00 
cseebwesenene 1,176,000,00 


110,584 61 


cester, Mass., 43,41 miles; the East Providence Branch, 7 | 
Depot Branch, 1 mile, making | C°#! 
It leases the Milford & Woonsocket 


The report is for the year ending 


629,130.28 


freight cars. Not included in above is 12,186 tons of coal 

dust, for which there is an increasing demand. 
Earnings for the year were as follows: 
Transporta 


Per ct. 
tion of : —_ 


Gross earn. espouses, Net earn. of exp, 
$744.043.69 $418,041.76 $326,001.93 56.19 

504,947.30 365,303.43 139,643.87 72.34 
: 20,584.64 78.33 


Sd 
28 Loss,1,414.53 
33,226.06 


Freight 

Pass., express 
and mail 141,817.96 111,233 

Canal earnings. . 432.75 1,847. 

Miscellaneous 33,226.06 








$1,424,467 76 $896,425.79 $528,041.97 62.93 
1,562,385.27 899,370.00 663,015.27 57.5 


Total 
Total, 1877.... 


Decrease 
Per cent 


The report of Mr. Robert H. Sayre, President, Says : 


‘During the year $210,000 bas been paid for. interest on 
bonds, leaving $318,041.97 applicable to taxes, dividends, 
* 


a tye $137,917.51 $2,944.21 
882 0.08 


$134,973.30 
2035 


‘* About nine miles of track have been laid during the 


The earnings for the year were as follows: ‘otal... : $3,9]5,.714,.890 |ete. * * 
1878-79, 1877-78. Inc, or Dec, =P. ¢.| Road and equipment ($72,350 per il 
Passenwer.........$278,321.01 $286,081.00 D, $7,7¢ 08 2.7 mile)... $3, 719,521.89 
Freight..... ., 424,054.68 452,046.07 BD, 27,091.39 6.0) Cash, materials and receivables 


Ex press, mail, ete 20,728.51 33,044.42 DD, 3,315.91 10.0 





year, four miles of which were in the main double track, 


196,193.00 


3,015,714.89 


and the balance in sidings. 


Over 8,000 tons of steel rails 


have been used in renewal of worn-out iron rails ; the steel 
rails were charged to maintenance of way. The single-track 
wooden bridge over eg mag Creek, two spans of 114 feet 
each, has been replaced by a double-track iron structure. 
The single-track wooden bridge over the river at Towanda 
is being replaced by a double-track iron one, which will be 


Total.....+ss $733,004.20 $771,171.58 D. $38,167.38 4.9| Bonds were increased by the issue of $676,000 new bonds 


Expenses.... ..... 414,157.11 430,717.65 D. 16,560.54 3.8) used to retire the floating debt. Charges to construction 
account were $42,436.85, and $14,500 was deducted for es- 


a opahen Se GRAESAS D. GH1G0S,04 6.4 timated oa of locomotives. 
ee — : - 315.48 4.9] The work done for the year was as follows: 


6,057.89 6,373.32 D. 


i 


A SEI I 





Net earn. per 
er ° 2,694.65 2,813.67 D, 179.02 6.4 

Per cent. of ex- 
WOTIBOR. ccc ee eee 56.50 55.85 1 0.05 2 
he reduction in ex has not quite kept pace with 


that in earnings. The income account was as follows: 


Net earnings........---seeceeee visteent Locbinig keen ig «eee? OD 
Taxes on capital stock........ PE ee $35.465,28 
Manchester & Lawrence, joint business.... 60,062.41 
Rent of Concord & Portsmouth,.......... 26,000, 
Rent of Suncook Valley.... .........++0++ 8,004.00 
Rent of Nashua, Acton & Boston.......... 11,000.00 
On aceount N., A. & B rolling stock...... 18,707.68 
Dividends; 10 per cont............. 6s reese 150,000,00 
—— 318,220.57 
Balance to contingent fund...........666 6 cece ee 17.72 


During the year 498 tons of steel, 578 tons iron rails and 
88,678 new ties were laid; 898 tons of iron rails were re- 
paired and relaid, There were 8,584 feet of new sidings 
aid, and some ballasting done. A new b was built at 
Thornton’s Ferry. Some new station buildings were built. 
A new passenger house at Nashua is n . A new pas- 
senger*engine was bought and another ordered, All renew- 
als were charged to expenses. Amount of materials on hand 
was reduced $18,896.46, over one-third by lower valuation, 

There was not only a small loss of traffic, but a consider- 
able reduction in the rates received on through business, and 
there was also a decreage in mail pay. losses were 80 
far offset by cutting down expenses that the company was 
able to continue its usual dividend. 


Utica & Black River. 


This company owns a line from Utica, N. Y., to Philadel- 
phia, 87 miles. It leases the Carthage, Watertown & Sack- 
ett’s Harbor, a branch from to Sackett’s Harbor, 
80 miles; the Clayton & Theresa, a h to Clayton onthe 
St. Lawrence, 16 miles; the Black River & Morristown, which 
extends the main line to Morristown, 87 miles, and the 
Ogdensburg & Morristown, which extends it 10 miles fur- 
ther, to peng a making 180 miles worked. The last- 
named road was built last year, and worked for a little less 
than two months of the fiscal year, which is that ending 


Sept. 30. 

The Ogdensburg & Morristown is substantially owned, the 
lessee holding nearly all the stock; the Carthage, Watertown 
& Sackett’s Harbor is leased for 8714 per cent. of gross earn- 
ings, and the other roads for the interest on their bonds. 

Me equipment consists of 18 locomotives; 28 passenger 
and 10 baggage cars; 210 freight cars. Four passenger and 
one baggage car were added during the year. 

The general account is as follows, condensed : 


Stock ($20,365 per mile)......... cece eee ee ee eeeeee - $1,771,720.00 
Bonds ($12,872 per mile 1,112,000 .00 
Sundry accounts and 











Surplus fund........... 168,955 .65 

Total....... panic n ied dnh sedi ncn mosh ehedb6 + $3,110,484 .06 
Road and equipment ($32,157 per mile)$2,797,638 .11 

Leased lines, stocks, bonds and ad- 

TORCOS oc5 vten gen sanusatininenaneres 293,007 .93 
Sundry accounts. . ... 6,359 61 
RR accu veteesecumune 13,478.41 

—- $3,110,484 .06 

Expenditures for new construction and equipment on the 

line owned were last year $21,800.08. To’ construction 


charges up to the close of the year on account of lines 
owned and leased were $282,164.05, of which $79,487.50 
have been repaid by sale of bonds, leaving $152,726.55 due 
operating account. The Ogdensburg & Morristown road 
cost $111,574.29; the Ogdensburg subscription was $6,- 
847,63, and stock subscribed by this company $111,800, so 
that there is a balance of $6,573.34 on hand. 

The earnings for the year were as follows: 








1877-78. 876-77. Inc. or Dec. P. ¢. 

Passengers ........... $183,316.33 $185,109.03 D. 1,792.70 1.0 
NE RTS 248,461.48 246,750.50 I. 1,710.98 0.7 
Other sources.......... 21,867.11 21,717.34 D 350.23 1.6 
Total............$453,144.92 $453,576.87 D. $431.95 0.9 
Expenses .....,....... 213,852 62 233,566.02 D. 19,713.40 8.4 
Net earnings......... .$239,292,30 $220,010.85 I. $19,281. 8.8 
Gross earn. permile.. 2,649.97 2,668.10 D. 18.13 0.7 
Net “ ‘i oe 1,399.97 1,204.18 I 105.19 8.1 
Per cent. of expenses, 47.19 51.50 D, 4,31: 8.4 





Av. train load: 


Passengers, number 61.50 60.82 1 0.08 1.1 
Freight, tons Seca 77.20 $6.11 1, 21,328 37.7 

Av. rate: 
2.36 cts. 231cts. LL. 0,05 ct, 2.2 


Per passenger per mile. 
Per ton per mile. os > 2.90 * 
The passenger-train load is very large, few roads report- 
ing. so high an average. 
he earnings for the year were as follows: 
1877-78, 


1876-7 7. Ine, or Dee, . P. ec. 


° 
Passengers. 


Total $870,876.17 $910,011.08 D.$39,134.01 4.3 
Expenses. . . 580,061.10 659,335.87 D. 79,274.77 12.0 





$250,675.21 I, $40,139.86 16,0 

13,614.77 D. 585.50 4.5 
3,750.35 I. 600,56 16.0 

72.45 Dz 5.84 8,1 
Earnings for the year showed a gain in passengers, but a 
loss in freight, causing a total decrease, which was more 
than balanced by the reduction in expenses, The income 
account was as follows: 


Net earnings. .$290,815.07 
Gross earp, per mile. 13,029.27 

et hel ss 4,350.91 
Per cent. of exps 66.61 


Net earnings... ........ ; $290,815.07 

Decrease of property on hand............ 51,721.12 

Bonds sold ($676,000) and premium................. 696,671.50 
Dek abb ed ccdocecaeethde Kise cud bapa ee ceed $1,039,207.69 

Construction and equipment. seveee $42,436.85 

Rentals .......... wae ‘ 10,980,00 

Es co niveys n0¢ pak baine deh 93,357.12 

Dividends, 4 per cent... 80,000.00 


Reduction of floating debt........ .. 812)433.72 





1,039,207.60 


During the year 10 miles of steel rails were laid, several 
bridges rebuilt and the expensive work of rebuilding Woon- 
socket bridge for double track completed. The passenger 
equipment has been fitted with the Westinghouse automatic 
brake. It is recommended that new shops be built out of 
Providence, and the site of the present shops be taken for 
additional freight yards and depot. The prospects of the 
company are improving. 


Pennsylvania & New York. 


This road, which is substantially owned by the Lehigh 
Valley Company, extends that line from Wilkesbarre, Pa., 
northwest to the Erieat Waverly, N. Y., 105 miles. It was 
built on the line of the old Pennsylvania & New York Canal, 
a short section of which in Wilkesbarre is stillin use. The 
report is for the year ending Nov. 30, 1878. It give the fol- 
lowing statement of track owned, which was increased by 
9.17 miles second track and sidings during the year : 


Miles 
Main Line, Wilkesbarre to New York State line............ 104 .30 
Second track in use as SUCH........- 6. cece eee eee eee eenees 35.63 
Sidings and second track used for sidings............. . .. 51.74 
Waverly & State Line R.'R. and sidings.................... 8.46 
Branch and sidings connecting with Geneva, Ithaca & 
oS) Ml Re ret ie ce OY eee 3.97 
Branch and sidings connecting with Southern CentralR.R. 4.28 
EE Ss. 5 ink ante czas wes ve epd ls baarerehcGskteks 0.39 
I <3 5.5.6 cusp pains <0b'4 ah Ath beaR ES Ob 046-45 0.58 
Branch and sidings connecting with Barclay R.R.......... 3.07 
Pleasant wer UE, voi eaescctey Nabeemeh ces ens 5.82 
ACCIPEOBOEL,  ..01 «chs adscs Rect se eep ¢sesiebnes 1.23 
Sidings and short branches to coal breakers................ 5.26 
NE... Sis 05 ee ekrabakWibie kes tbe. Cet seabaeed uses 219.82 
There are 86.83 miles laid with steel. During the year 


11,927 new steel rails, 1,528 iron rails and 89,470 new ties 
were put in the track. 





The equipment consists of 50 locomotives; 256 box, 97 


completed early in the coming (present) year. 


tb saad Moe ths gh ge a rt ‘4 ‘Arrangements have also been made for substituting a 
Freight....... co Baya 336226 D. 104'456 31.1 | double-track iron bridge for the single-track wooden one now 
Service and switching. 93,900 17,035 I, 76,865 ...,. | in use over Wysox Creek ; half the cost of these structures 

oa ‘eases sarah Danes 4.8| cmtractietmeamant roms "AY Ad the balance to 
Passengers carried...... 1,627,247 1,570,068 I. 57.179 3.6 ‘* Foundations have been put in for the shops at Sayre, for 
>, a » « 7° ¢ v ¢ on ‘ : A iM 
Te eit canted. wt eras LT ae ‘ waais ye the repairs of our rolling stock, and it is hoped the Recteaa 
Tonnage mileage 17,916.241 18,862,705 D. 946/464 5.0 | Of the coming year will justify their completion. 


“The business of the Buffalo Creek Railroad has increased 
over that of any previous year, the total receipts being 
$51,693.54, and are in excess of last year $10,125.39, Ex- 
penditures for taxes, interest on floating debt, operating 


D. 0.09 © 30 expenses and repairs amounted to $42,119.27 leaving a 


— of $9,574.27 applicable to reduction of the floating 
debt.” 


Chesapeake & Ohio. 





This company having thus far published no report for last 


BLA Sel 5 a ‘ 
Freight... tt ‘oan rye 4 4 retterd rd year, the following Sows from the report of the Railroad 
Mail, etc..... 20:093.70 21,895.33 D. 901.63 4.1 | Commissioner of Virginia will be of interest. The year 


covered is that ending Sept. 80, 1878. 

The length of main line from Richmond, Va., to Hunting- 
ton, W. Va., is 427.79 miles, with 6.81 miles of branches, 
making 434.60 miles in all ; there are 86,12 miles of sidings 
laid. The equipment consists of 76 engines ; 38 passenger 
and 15 baggage, mail and express cars ; 2,093 freight cars 
and 252 road and service cars. 

No statement is given of stock or debt, for the reason that 
the reorganization of the company after the foreclosure sale 
has not yet been fully completed and the figures cannot be 
accurately given. 

The work done for the vear was as follows : 


Train mileage. 1877-78. 1876-77. Inc, or Dec. P. c, 
Passenger......... 481,133 515,625 34,392 6.7 
Freight 1,752,144 1,390,964 I. 361,180 26.0 

Total........ 2,233,277 1,906,489 I. 326,788 17.1 
Passengers carried. 172,125 160,554 I ts Fle & 
Passenger mileage. 9,260.54 8,910,238 I 359,356 4.3 
Tons fre igh t 

carried.... 588.066 I. 116,406 26.8 


“+t A 471,660 
Tonnage mileage. .153,061,690 116,948.585 I° 


1 36,113,105 30.9 
Av. train load : 


Passengers, num- 
| Soon 19.27 17.28 1. 1.99 11.5 
Freight, tons....... 87.36 84.08 I. 3.28 3.9 


Av. receipt ; 
Per “ gaegp eae per 
Ss0.6:0.0emausile-on 3.59 cts. 3.81 cts. D. 0.22c¢t, 5.8 
Per ton per mile... 1.00 “ 1.10... D. 0.10% 1 
The chief item of freight was 309,459 tons of coal and coke. 
Following at a long distance are 44,283 tons grain, 29,692 
tons lumber, 17,569 tons pig iron and 16,112 tons iron ore. 
The earnings for the year were as follows: 


1877-78. 1876-77. Inc. or Dec, P.c 


Passengers.. $351,300.27 $358,672.98 D. | $7,372.71 i 
Freight....... 1,527,150.92 1,285,185.51 I. 241,966.41 18.8 

LAR 39,160.44 32,887.21 L 6,273.23 19.1 
Other sources 18,749.05 25,788.05 D. 7,039.00 27.3 


| 


Total... $1,936,360.68 
Expenses.....  1,594,739.10 


Netearn.. $341,621.58 





I. $233,827.93 13 
{. °231/514.24 1 


$339,307.89 I. $2,313.60 





Gross earn. 

per mile .... 4,455.50 3,925.17 I. 530.33 13.7 
Net earn. 

per mile .... 786.05 781.27 I, 4.78 0.7 
Per cent. of 

expenses... 82.36 80.07 I. 2.29 2.9 


The increase in earnings was not equal to that in traffic, 
owing to the lower rates. The gain in gross earnings was 
very nearly balanced by the increase in expenses, leaving the 
ne oerainge about _ same. 

e net earnings last year were sufficient to 6 per cent. 

interest on $13,100 per mile, which is very pA thts than 
the debt will be when its adjustment is completed. 
_ The expenses are high, chiefly because much of the traffic 
is of a kind that must be moved at a low rate, if it is ¢arried 
atall. The road, with its many tunnels and difficult-works, 
must also be a somewhat expensive road to maintaii. The 
country served has great natural resources, but its develop- 
ment must be slow, 








